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Loose rail joint bolts are a costly never-ending 
maintenance operation. In back of every Reliance 
Hy-Crome Spring Washer there are over 35 years of 
continuing research and development by Eaton 
Reliance engineers and railroad maintenance-of-way 
engineers. Reliance Hy-Crome Spring Washers are 
manufactured specifically to combat rail joint bolt 
looseness. 

Manufactured from special alloy spring steel 
under rigid metallurgical control in all phases of 
their production, the inherent reactive pressure and 
wide reactive range automatically compensate for 
bolt looseness as a result of bolt elongation, normal 
wear and vibration created by high speeds and 
heavy wheel loads. 


Put Reliance Hy-Crome Spring Washers to 

work for you to keep rail joint bolts tighter longer. 
Write today for Engineering folder R 53. t 
“SPRINGTITE” AND “HOZ-FAS-NER” ARE REGISTERED "Edgemark of Quality’ 
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This winter keep your switches open this easy, economical way: 
put Bethlehem’s Winter-King Switch Heaters on the job. 

The Winter-King is a kerosene-burning heater that fights snow 
as it falls, preventing freeze-ups, and eliminating costly and 
laborious manual removal. It costs mighty little to start with, and 
you can probably save that first cost in one heavy storm. The 
Winter-King is easy to maintain: one man can handle about 100 
if they aren't too widely scattered. 

The Winter-King is simple and compact: 18 in. long, 4% in. 
wide, and 5% in. high. Two flanges at the burner end—to protect 
ties from the flame—add another 2 in. to the overall height. At 
one end is the combustion chamber, with rock-wool wick in 
place; at the other end is the fuel opening with a self-closing cap. 
This arrangement permits refilling without taking the Winter-King 
out of service or using a special filling can. 

Heat can be regulated by means of a sliding cover which 
increases or decreases the size of the burner-opening. Only in the 
severest storms need the burner be blazing at full heat. Under 
average conditions the Winter-King’s 1/%-gal fuel chamber holds 
enough for about 15 hours of continuous burning. Four heaters 
to a side will safely protect a 16%-ft switch. 

A Bethlehem man will be glad to tell you all about the Winter- 
King Switch Heater. If snow and ice give you switch problems, 
you'll find it well worth while to hear his story. 


BETHLEHEM STEEL COMPANY, BETHLEHEM, PA. 


On the Pacific Coast Bethlehem products are sold by Bethlehem Pacific Coast 
Steel Corporation. Export Distributor: Bethlehem Steel Export Corporation 


Published monthly by Simmons-Boardman Publishing Corporation, 79 W. Monroe St., Cl : 
the United States and Possessions, and Canada, one year $2.00; $3.00 for two years. Single copies 50 cents. é } 
20, 1933, at the post office at Chicago, Ill., under the act of March 3, 1879, with additional entry at Bristol, Conn. Volume 50, No. 10 
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One of the 160 Uses of 
CONCRETE on Railroads 


NO. 21 OF A SERIES 


Concrete structures such as the double-track Elk- 
horn Tunnel of the Norfolk & Western Railway are 
enduring improvements that provide greater effi- 
ciency and maximum economy. 


Concrete railway tunnels are just one of more 
than 160 uses for portland cement and concrete 
which enable American railroads to improve service 
and save time and money. The moderate first cost of 
such concrete improvements—plus their long life and 
low maintenance cost—result in low annual cost. 
This saves money for other necessary budget items. 


PORTLAND CEMENT ASSOCIATION 
33 West Grand Avenue, Chicago 10, Illinois 


A national organization to improve and extend the uses of portland cement 
and concrete . . . through scientific research and engineering field work 


® 
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DANGER 


Norfolk & Western’s Powhatan Arrow 
breaks ribbon to open 7100-ft. Elk- 
horn Tunnel near Bluefield, W. Va. 
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THE 
NORDBERG 


TRAKLINER 






designed to save you 


TIME AND 
MONEY 


PROVED IN SERVICE 
The TRAKLINER has been proved 
in service on leading roads. Ex- 
perience has shown that extreme 
accuracy is easily maintained, at 
savings in excess of $150 a mile. 
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The TRAKLINER, latest addition to the rapidly expanding line 
of Nordberg track maintenance machinery, provides ‘““Mechan- 
ical Muscles” for track lining operations. With this new self- 
contained, self-propelled unit, you can now do a faster, more 
accurate track lining job at lower cost. 

Built to the same high efficiency standards as all Nordberg 
Machinery, the TRAKLINER, manned by an operator and a 
helper, moves track laterally any amount desired by the man 
doing the sighting. The TRAKLINER can be operated -wher- 
ever line stakes, optical instruments or eye sighting methods 
are used. 

Now is the time to plan on using the TRAKLINER behind 
your raising gangs and in other lining operations in 1955... 
for full details about the Nordberg TRAKLINER, write for 
Bulletin 230. ’ 


ADZING MACHINE * BALLAST ROUTER * CRIBEX® * BALLASTEX® * SCREENEX® * HYDRAULIC NORDBERG 


& MECHANICAL SPIKE PULLERS * SPIKE HAMMER * TIE DRILL * POWER JACK * POWER WRENCH 
* RAIL DRILL * RAIL GRINDERS * TRACK SHIFTER * DSL YARD CLEANER + TRAKLINER * 
DUN-RITE GAGING MACHINE * GANDY—TIE PULLER and INSERTER 
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WE’RE MOVING IN ON 


THE REALLY 7QOU0G#H Joss 


WITH THE NEW HYDRO-ELECTRIC | 


JACIKS 


TRACK MAINTAINER! | 
















NOW, WITH THIS ONE MACHINE, 
. Tr you can do ALL TAMPING JOBS — 


with exceptional uniformity, speed 





and economy. 


Unique Action and Tremendous 
Vibratory Energy produce the 
superior efficiency of this revolution- 


ary tamper. 
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SMOOTHING and SPOTTING in the HARDEST GOING . . . NEW BALLAST INSERTIONS 
and SURFACING OUT-OF-FACE . . . FROM THE HIGHEST TO THE LOWEST LIFTS 
in all KINDS AND CONDITIONS OF BALLAST. 


. . . Now joining the well-known and widely used Jackson Multiple Tamper 
and Jackson Hand Tamper in regular production, the TRACK MAINTAINER 


is available for early 1955 delivery. Write today for your copy of the folder 
describing this machine. 


DO IT BETTER, FASTER & CHEAPER WITH A JACKSON 





HERE'S WHAT THEY SAY ABOUT IT ! 


From the Eastern United States: 
"We estimate that the machine saves 
approximately ten men and this year’s 
maintenance cost will not exceed 


$25.00.” Clay Capra 


From the Western United States: 


“The machine which you furnished us 
has been entirely satisfactory and we 
are well pleased with its performence." 


From the Southern United States: 


have been 


From the Northeast United States: 


"From the use of this Ballast Regu- 
lator, it has made it possible to re- 
duce our clean-up gang by tenmen. We 
have had no mechanical breakdowns 
with either machine." 


Aivriaion nyinter 


From Eastern Canada: 
"It is estimated that direct savings 
in labor were equivalent to the serv- 
ice of thirty men and the total cost of 
repairs to the machine was $42.00." 


Chih Onginacn, ay 


From Western Canada: 
"I can safely say this 'Kershaw' at 
present saves the work of twenty-five 
men. It is very economical to operate 
and repairs should not average more 
than $100.00 per year," 


ASA CT — Sozeincey 











HOW IT DOES THE JOB 


SCARIFYING BAL- 
LAST—Wings with 
scarifying teeth are 
lowered to scarify 
ballast and break 
mud pockets. 


































PLOWING BALLAST 
FROM TIE ENDS— 
When ballast is scari- 
fied, teeth are raised 
and plow-away 
blades are lower- 
p. ed to plow the 
‘\ballast from the 
tie ends. 























DISTRIBUTING BAL- 
LAST—When ballast is 
unloaded, reverse the 
plow and operate the 
machine in forward mo- 
tion, evenly distributing 

ballast, filling 

cribs and remov- 
. en ing excess bal- 
Ae Py 
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DISTRIBUTING AND 
REGULATING BALLAST 
ON SHOULDER—After 
plow has regulated ballast 
in center of track, wings 
are lowered and shoulder 
ballast is regulated and 
—< prior to 


surfacing. 





REGULAT- 
ING SHOULDER 
BALLAST AFTER 
SURFAC- 
ING —Wings 
are lowered 


+f 








« 
— to uniformly 
Ae 4 Zz regulate and 
aestetdtn antaie ~— shape ballast 
~ ee te shoulder. 
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DEWEEDING, SCARIFYING, DISTRIBUTING, SHAPING 
AND RECLAIMING EXISTING BALLAST—Used as a Track 
Patrol, the Kershaw Ballast Regulator, Scarifier and Plow 
scarifies, deweeds, reclaims and regulates ballast on 10 to 15 
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Scarifier 
and Plow 


HERE ARE SATISFIED OWNERS & USERS 


Chicago, Milwaukee, St. Paul and Pa- 
cific Railroad 
Chicago and North Western Rail- 
road 
*Atchison, Topeka and Santa Fe Ry. 
Atlanta & St. Andrews Bay Railway 
*** Atlantic Coast Line Railroad 
Bessemer & Lake Erie Railroad Co. 
Boston and Maine Railroad Company 
***Canadian National Railways 
**Canadian Pacific Railways 
*Central of Georgia Railway Co. 
**Chesapeake and Ohio Railway Co. 
Chicago Great Western Railway 
Chicago & Eastern Illinois Railroad 
*Chicago, Rock Island & Pacific R. R. 
Clinchfield Railroad 
Consolidated Railroads of Cuba 


*Delaware, Lackawanna & Western 


Railroad 

Delaware & Hudson Railroad Cor- 
poration 

Duluth, South Shore & Atlantic Rail- 


roa 


d 
*Gulf, Mobile & Ohio Railroad Com- 


pany 
**Louisville & Nashville Railroad 
**Nashville, Chattanooga & St. Louis 
R. R. 


New York, Chicago & St. Louis Rail- 
road 
**St. Louis-San Francisco Railway Co. 

Carolina and Northwestern Railroad 
Interstate Railroad 

*Lehigh Valley Railroad 

****Southern Railway System 

*Southern Pacific Lines 

Texas & New Orleans Railroad Co. 
Toledo, Peoria & Western Railroad 
*Wabash Railroad Company 
Central R. R. of N. J. 

Reading Company 

Western Maryland Railway Company 


*Bailes-Sey Contractors 
The Deckert Corporation 
*Royce Kershaw Co., Inc. 
*Mannix Construction Ltd. 
W. H. Nichols & Co., Inc. 
*T. F. Scholes, Inc. 
Ferguson and Edmondson Company 
Phelps-Dodge Corporation 
Industrial Construction. Co., Ltd. 
A. S. Wikstron, Inc. 
*Wm. A. Smith Construction Co. 
*U. S. Army Engineers 


*2 to 5 Machines 
**5 to 10 Machines 
***10 to 20 Machines 
****20 to 30 Machines 


TRACKWORK EQUIPMENT DEVELOPED AND PROVEN ON THE JOB 


Kershaw Kribber e 


Rail & Utility Derricks ° 


Jack-All e Tie Replacer. 


Hydraulic Track Jack @ Track Broom @ Ballast Regulator, Scarifier & Plow 


Mocar Crane e 


Track Crane e 


Set Offs 


GET A KERSHAW BALLAST REGULATOR TODAY, BY ANY ONE OF THESE 
PLANS: 


1. Outright purchase. 


2. Six to twelve-months lease with option to purchase, with 90% of rentals 
paid to apply on purchase price. 


3. Three-year lease. 


REMEMBER, IF YOU AREN'T SATISFIED RETURN THE MACHINE AND THERE 


WILL BE NO RENTAL! 
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FOR CLASS 1 PERFORMANCE, SPECIFY 


The nation’s great railroads use Lewis Sealtite fasteners. Accurately en- 








gineered, designed to do a better job, Sealtite products are tough, 
Sealtite 


Hook Bolt durable, made of finest grade metals for heavy duty. They meet the 


e most exacting specifications. 





More than 20 years of manufacturing experience have established 
Sealtite’s top quality in the industry. Such famous Sealtite features as 
the patented fins, for better seating, Sealtite’s accurate threading, for 

>> easy installation, and many others, have given Lewis Sealtite products 
io7 9) a “Class |" reputation in the field. 


The next time you specify fasteners, specify Lewis Sealtite, a com- 


Sealtite 


plete line of first grade fasteners for America’s leading railroads. 
Guard Rai! Bolt 








All Sealtite products are available in HOT-DIP GAL VANIZED, 
SEALED-IN-ZINC finish, which stops rust and corrosion. Tests prove 
that the molten zinc bath gives Double-Life, greater economy 
through fewer replacements. 





Sewing 55% of Americas 
Class 1 Ratwads 


See your Lewis representative, or contact 
“es ef wane tention factory for samples, prices, full details. 


railroads using Lewis All products are manufactured 
Sealtite products in the U.S.A. to A.S.T.M. specifications 


Sealtite 
Lag Screw 





BOLT & NUT COMPANY 
504 Malcolm Ave. S. E. 
Minneapolis 14, Minnesota 


Large-Head 
Car Bolt 
Sealtite 
Slotted Head 


Car Bolt 


Sealtite 
Timber Bolt 











Loktite Nut #2 Seatiite 
Washer Nut 











Sealtite Bolts available with Loktite Nut #2, washer nut, or std. sq. and hex. nuts. 
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( Advertisement ) 


Moving steadily along at 2.0 MPH this HiLoader cleans 
a track-area of ore, coal and other fine materials. 
Materials are fed into a high hopper car, towed by a 
work-train. 


One Man... 
One Machine... 


One Pass... 
Cleans Full Tie-Length 


More track cleaned, less manpower used—that’s the rec- 
ord of the Athey Force-Feed HiLoader Track Cleaner. 
Railroad owners in various parts of the country are 
proving this by actual use of this off-track machine. 

The HiLoader Track Cleaner is under complete con- 
trol of one man in the comfortable cab. Controls for 
the auger and paddle-blade feeder are hydraulic, and a 
slight shift of a convenient lever provides precision 
movements at the cutting edge. The tough, rubber- 
covered, steel-cleated conveyor belt moves or stops at 
the turn of a lever. The discharge conveyor swings 55° 
to either side of center under hydraulic control. Steer- 
ing is accomplished by a truck-type steering arrange- 
ment, with a wheel that handles like a small truck. Foot 
and hand throttles simplify crowding while loading. 

The HiLoader has a 98-inch gather to clean both 
between the rails and the inter-track area. Up to 10 
cubic yards of loose material can be loaded each min- 
ute. Steel augers keep materials feeding into the floating 
paddle-blades. The blades rise and fall to match the con- 
tour of the material. A 101 HP industrial engine pro- 
vides ample power for loading at 2.0 MPH or traveling 
between work areas at 20.0 MPH. 

Oversize tires enable the HiLoader to maneuver over 
rails without damage. Regular train schedules need not 
be interrupted for track-cleaning crews. Weight is con- 


RAILWAY TRACK and STRUCTURES 


centrated on the drive wheels for traction in soft- 
footing, cinders or snow. The conveyor is the right 
height for reaching into the highest hopper car or for 
casting material away from the tracks. 

Make your track cleaning a one-man, one-machine 
operation with the Athey HiLoader Track Cleaner. 
Your Athey-Caterpillar Dealer can give you complete 
information or you can write direct to ATHEY 
PRODUCTS CORPORATION, 5631 WEST 
65TH STREET, CHICAGO 38, ILLINOIS. 


Tunnels in the cutting edge protect the rails, as the Hiloader 
does its work. The tunnels can be hooded for other types of 
loading tasks. 
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..- Johns-Manville Cold Application Built-Up Roofs 
offer economical application by company crews 








2. oO x3 2 ° oO rod fe] a © gQ 





No. 45 RAG BASE FELT 
OR REGAL CAP SHEET 


18" 
° 
| COLD APPLICATION. 
=} 18 CEMENT, 
| 







co. 
APPLICATION 
ASBESTOS 
FELT 











: 
iS) 


i/} 


Wy] \\\\\ 
Hi} \ 
WTA \\ 
\F}/ \ 
\\\ 1] 
\\\\hI/ f 

















SSS \EE4 ' 
She : 
fe 2° 6") 6" 
ule q 7 | 
— lg = 2 77 © © 
I 
= 2P= NAILS DRIVEN THRU 
: Pet Pr is TIN CAPS 
— Sh 
—+ ~ = 
= 





5° 
° 
° x 
© 
= 
2 





| 
| 








Plan showing method of laying Johns-Manville Cold 
Application Built-Up Roof. 


For further information, regarding this and other 
types of Johns-Manville roofs, see your J-M 
Representative, or write Johns-Manville Box 60, 
New York 16, N. Y. 


JOHNS MANVILLE 


JM 


Johns-Manville 


HEN reroofing is necessary on small buildings 

located in remote places along the right of way, 
it is often impractica] to apply the conventional hot 
application built-up roof. 


To meet such conditions, Johns-Manville has devel- 
oped an Asbestos Cold Application Built-Up Roof. The 
roof is made up of special Johns-Manville Asbestos Felts 
that are cemented together in application with a cold 
applied cement brushed in place. 


This eliminates the need for roofing kettles, and 
saves the time required to heat the binders used when 
hot application roofs are applied. 


Built for long years of service, Johns-Manville Cold 
Application Built-Up Roofs offer an economical and 
practical method for roofing small new buildings and 
replacing those on old buildings. 


95 YEARS OF SERVICE 
TO TRANSPORTATION 





PRODUCTS 
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“QUICK-WAY” dragline moves ballast. 


¢ 


“QUICK-WAY” digging drainage ditch. 


“QUICK-WAY” used in rehandling manure. 


VS. ee a 


sscceu. 





Used to SAVE MONEY in handling materials, relaying rails and maintenance 
on all parts of the system, 4 machines in Seattle, 3 in Montana Districts, 2 in 
Duluth-Minneapolis, 1 in Lewiston, Idaho, 1 in Spokane, 1 in Portland. 


After an initial test of one machine in 1947, a total of 





the following purposes: 


1. For rail yards in piling new and used rails, 
loading and unloading rails. 


2. For rail relay work, handling and placing 
up to 125 rails per day. 


3. For ditching, laying pipe, drainage and 
back-filling along right-of-way. 


4. For handling heavy timbers on bridge 
work. 


5. For removing ballast between double 
tracks. 


6. For rehandling manure removed from 
stock cars. 


Tremendous savings are being made by use of small 
machines which move between jobs on highways 
and work on and over railroad beds saving expense 
of work trains doing rail relay, ditching and drain- 
age work along the right of way and handling nu- 
merous small jobs over the entire system which 
large machines cannot handle with any degree of 
efficiency due to their size, weight, and excessive 
cost of transportation. 


“QUICK-WAYS" have dozens of uses in numer- 


ous types of jobs—handle aggregate, building ma- 
terials, excavation work, dig ditches, drive pile, pour 
concrete, set steel, etc. Easy to move from job to 
job. Numerous attachments. Four new models now 
available from 3 to 10 ton crane capacity. 


ony Q0ICK- WAY cives you “QUICK-WAY” 


quality construction—all steel for strength and light- 
ness, accurate balance, high capacity to weight ratio. 
Ask your distributor for a free demonstration. 
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are now used for 
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avi CK oa WA y TRUCK SHOVEL CO e Denver, U.S.A. 
eg. U.S. Pat. 4 

Bt ES SS Se ee ee 

: i Coupon Today! 

§ “QUICK-WAY” TRUCK SHOVEL CO. Mail Coupon y 

i Dept. 174 e 2401 East 40th Ave. i 

I Denver, Colorado * U.S.A. : 

: Please send me complete details on “QUICK-WAY” Truck Shovels 
—four different models from 3 to 10 ton crane capacity. i 

i 

i Name i 

t J 

i Address | 

I city Stote 4 

Dis a aa cas hs a ab Sas et ec en > en en on on ed te 
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Here Monotubes are being driv- 
en to support a railroad overpass. 





Foundation Piles 











Will fewer piles meet your load requirements? 


... check these MONOTUBE features! 


HIS question about fewer piles 

is something you might want 
to check into carefully, because 
it could save plenty of dollars. 
Here’s a start... 


Monotube piles have exceptional 
bearing capacity. There’s plenty 
of data and proof on their excel- 
lence in transmitting loads to the 
penetrated soil. This, plus visual 
top-to-bottom assurance of their 


condition after driving, permits 
designing for heavy loads. 
Consider, too, Monotubes’ high- 
strength, cold-rolled construction, 
field extendibility, and large-area 
vertical fluting. Everything adds up 
to important design possibilities 
and new construction economies. 
For additional, specific data, 
write to The Union Metal Manu- 
facturing Co., Canton 5, Ohio. 


UNION METAL 
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Presents a New Card 


The men you have known as representatives of 
Oxweld Railroad Service Company will now be 
calling on you as representatives of the newly 
formed Railroad Department of Linde Air 
Products Company. 

The combination of these two Divisions of 
Union Carbide and Carbon Corporation has been 
effected so that you may be better served and have 
the full benefit of the combined knowledge and 
facilities of both organizations. Men of the OxwELD 
organization bring to the new Railroad Department 
years of valuable experience and a thorough 
knowledge of the railroad industry. 


LINDE men, in turn, bring wide skill in welding 


and cutting applications in a broad range of 
other industries that may be adapted for railroad 
use. In addition to your old OxweLp friends you 
will soon meet other LINDE representatives for 
the first time. You may be sure that these new 
friends will be just as helpful and co-operative 
as the OxwELD people who have served you in 
the past. 

LINDE’s coast-to-coast chain of District and 
Region Offices will now be able to serve more 
closely the needs of the railroad industry for 
apparatus and welding supplies, and the helpful 
technical service for which both LINDE and OXWELD 


have long been noted. 


**Linde” and “Oxweld” are registered trade-marks of Union Carbide and Carbon Corporation. 


RAILROAD DEPARTMENT 


Linde Air Products Company 


A Division of Union Carbide and Carbon Corporation ad 


30 East 42nd Street UCC} New York 17, N.Y. 


Offices in Other Principal Cities 
In Canada: DOMINION OXYGEN COMPANY 


Division of Union Carbide Canada Limited, Toronto 
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Trade-Mark 
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Pullman-Standard Power Cleaner 
and Winch Car Team—For the first 
time bothtrack shoulders can becleaned 
simultaneously at 1000 to 1200 feet 
per hour with only four men. Even in 
multiple track territory, the shoulder 
plus half the six-foot are cleaned to a 
depth of eight to ten inches below the 
tie base at the same high rate and with 
the same low labor complement. Your 
ballast cleaning costs can be reduced 
by as much as 50%. 


Pullman-Standard Power Ballaster 
— With a production rate of 500 to 700 
feetanhour,a Pullman-Standard Power 
Ballaster, run by a single operator, can 
be efficiently manned by a crew of 10 
to 15 men. Case history studies made 
on 16 railroads prove that this unit 
will give more feet of finished tamped 
track per hour, with less labor and 
maintenance, than any other produc- 
tion tamper. 


Pullman-Standard Power Cribber 
—The Pullman-Standard Power Track 
Cribber gives you two cribs a minute, 
with a single operator. With a normal 
production rate of 150 to 400 track- 
feet per hour, its interchangeable 4-, 5-, 
and 6-inch digger tips enable it to crib 
efficiently and economically in any type 
of ballast, regardless of cementation. 

























D POWER CLEANER 2 


a distributes cleaned ballast wherever required 
a cleans both shoulders at the same time 


a works to a depth of eight to ten inches 
below tie base 


B requires only one operator for each 
car and two laborers 


a work rate is 1000 to 1200 ft. per hour 
B forward or reverse running speeds of 25 mph 


i power winch car develops up to 
“30,000 pounds of tractive force 


B units have lateral set-off 


a Each machine can be run independently 
or can tow the other 


Be sure to get all of the facts about 






Write or phone the nearest office. 





ver YOUR NEEDS CREATE THE PULLMAN “STANDARD” 


= PULLMAN-STANDARD | 


ition. 
CAR MANUFACTURING COMPANY 


SUBSIDIARY OF PULLMAN INCORPORATED 
79 EAST ADAM S STREET, CHICAG © 3, ILLINOIS 
BIRMINGHAM, PITTSBURGH, NEW YORK, SAN FRANCISCO, WASHINGTON 





Pullman-Standard Power Track Maintenance Equipment. -~ - -.-~- | 


More 


Fernwood, Columbia & Gulf 
Railroad Company, Fernwood, Missis- 
sippi, has only 44 miles of track but used 
to have 60 bridges and trestles. Besides 
requiring constant maintenance, plus con- 
stant brush and weed removal along the 
right-of-way to avert fire danger, these 
wooden structures had to be replaced 
every 20 years or so. 


Recently, company officials decided to 
replace bridges and trestles wherever pos- 
sible with earth fills. At first they used 
a work train to carry out this program. 
Then, they bought a D Tournapull. 


Typical job shown 


A typical trestle replacement project is 
pictured here. After installing a culvert, 
the railroad is building up a fill 300’ long, 
26’ high, 80’ wide at the base, and 35’ 
wide at the crown. It will require 16,600 
cubic yards of earth brought in from 
borrow pits about 500 feet from either 
end of the long trestle. 


Fill is heaped beneath the trestle as well 
as alongside. When it is brought to track 
level, it will be allowed to settle for about 
a year. Then the tracks will be taken up, 
salvageable portions of the trestle re- 






















+. *: moved, and the track re-laid. So far, 23 
i of the structures have been replaced. Only 
| lim 8 of the 60 trestles cannot be eliminated. 
D Tournapull makes sharp 90° turn to drive Tournapull has plenty of room as it drives , 
under trestle. Fill is now only 15’ wide on each beneath trestle in space only 14’ wide between The D Tournapull is push-loaded by a 
side of trestle. Eventually fill will extend only bents. When fill is complete, a dragline will . : 
10’ beyond the trestle, but maneuverable ‘'D" close gaps left open at each end for Tournapull. 76 hp crawler-tractor with 5 pay yards 
will still be able to turn. Earth will be brought within reach by the “‘D"’. of hard red clay. Working 2000’ to 2400’ 
> 4 
| 


Big, low-pressure tires do no damage to rails 
or ties as Tournapull crosses tracks. Straddling 
rails or following right-of-way, this machine 















than pays for itself 


for travel time. 7 men and 5 expensive 


its own power, over highways or along 





issis- : : : : 
anil pieces of equipment are necessary. the right of way. For example, it made a 
sid ; typical 60-mile trip by highway in just 
aan Only 1 man per machine a little over 2 hours. At the time this re- 
te With D Tournapull, on the other hand, port was written, Tournapull had worked : 
ae only 3 men are required: operators for a total of 987 hours and downtime for 
laced the “D” and the 2 tractors. Both the push- = minor servicing totaled only 25 hours. 
er and the tractor on the fill could handle “Nothing performs like the ‘D’ " 
2, 3 or even 4 D Tournapulls on this ; 
1 to particular assignment if the railroad had SAYS General Manager T. J. Pittman: 
pos- them. At the end of the shift, Tournapull © “Nothing performs like the Tournapull. 
used can either drive back to the yard or be |The D Tournapull has done everything I 
ram left on job without blocking right-of-way. expected and then some. We've filled 
The 3 operators return home on track bridges, cleaned out ditches, and built 
-FERNWOOD, COLUMBIA & GULF RR, Miss. via motor car, or in their own automobiles. _ fills. We like the machine, too, because | 
it can maneuver so well. It will work in a | 
t is Tournapull has also cut and cleaned out narrow space which means we can build 
vert, cycles, the “D” delivers 18 loads or 90 ditches. When trestle replacement Pro- a narrower fill. We bought the ‘D’ be- | 
ong, cu. yds. in a 55-minute hour. gram is completed, “D” will be assigned cause of its maneuverability and the fact 
35’ nies eiiiiineaiian aie to cut down grades which run as steep = that it can go in between bridge bents, 
600 . nena ‘ as 21, to 3% on some sections of the where other equipment can’t go.” 
To speed completion of this particular line. By eliminating grades, owners fig- 
vom : : : O hn D. Greenlee adds: “I lik 
on job the railroad brought in two 30-yd. ure they will be able to handle 4 times perator John D. Greenlee a 7 
side-dump rail cars pulled by locomotive. more tonnage with 1/, the present motive  t© tun the D Tournapull. Operating this 
Cars are loaded by a 11/4-yd. dragline at | power. At present the line has 6 General machine just rereannet natural. I like the 
well another pit. This train delivers its 2-car Electric 44’ diesel locomotives and moves Power the machine has. No trouble atall jj 
rack load every 30 to 45 minutes. Production 800 to 1200 cars a month. to maneuver with this rig. ! 
out varies from 80 to 120 cu. yds. hourly. Get all the facts 
up Will work on another road 
. Under ideal conditions, the work train A D Tournapull is built by LeTourneau- 
re- : D Tournapull has still more years of . oe 
could haul 700 pay yards in an 8-hour : Westinghouse, a wholly-owned subsidiary 
, 23 oa work before it. The F. C. & G. recently 8 : y 
day. But it must move to a siding when- Y a " of Westinghouse Air Brake Company. 
nly — : purchased the 27-mile Bonhomie & Hat- : , | 
ever revenue traffic is due, halting pro- ‘ ' That name on any piece of equipment has | 
ted. , : a tiesburg Southern Railroad Company. . : 
duction. The work-train method requires ee a been synonymous with quality, safety and 
. . Eventually, the “D” will replace trestles : . : 
ya a train crew of 4, a dragline operator and ceil Cillian cc, bs elie alee satisfactory railroad service for nearly 100 
irds helper, and a dozer operator on the fill. 8 : : years. Write us today to arrange for a 
[00’ As much as 3 to 4 hours must be allowed The handy “D” drives job-to-job under demonstration of the “D” on your railroad. | 




















20-page book shows how 7- 
yd. self-loading D Tournapull 
cuts time and costs on right- 
of-way maintenance. Send 
coupon for your free copy. No 
obligation. Also ask to see our 
color movie, “Clear The Track"’. 

















Tournapull gets heaped load of clay in slightly 
more than half a minute with the aid of a 
Pusher. Rubber-tired dirtmover also self-loads 


Spreading on the run, Tournapull puts down fill 
in even, accurately-controlled layers. Passage 
of the machine across the fill makes further 


LeTourneau-Westinghouse Company 
PEORIA, ILLINOIS 
ig of Vi inahe Air Brake Compan 
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MAIN TENANCE | 





1 Assembly takes place after the rail is seated on the plate an Brace is snugly fitted into the fishing of the stock rail. Bolt is 

@ plate has been spiked to the tie. © then inserted from the top with the head down, moved in to- 
ward the rail until bolt head is positioned and held under 
shoulder in bottom of tie plate. 














Wedge is then driven tight with its serrations facing the rail, 
Opposite side of wedge is inclined to fit the undercut face of 
the stop block. 





The New, Self-locking 


USS Taylor 
Adjustable Rail Brace 


HE new Taylor Adjustable Rail Brace offers ad- 

vantages found in no other rail brace. Combining the 
simplicity of good design with rugged construction, it 
insures sturdy rail support — takes the repeated side 
thrusts of heavy, fast traffic without loosening, thus 
maintaining track gage and alignment. 

Installation is quick. Rail, tie and plate need not be 
disturbed. And once installed, the USS Taylor Adjust- 
able Rail Brace is locked in position. Even if the cap 
nut becomes loosened, the locking plate with its serra- 
tions interlocking those of the wedge will continue to 


hold the wedge in the proper position. The bolt serves 


UNITED STATES STEEL CORPORATION, PITTSBURGH + 


merely as an anchor for the locking plate plug, while 
the cap nut and shielded locking plate protect the bolt 


threads against corrosion. 


4 


Maintenance on this type of ae rarely necessary 
The efficient design of the Taylor Adjustable Rail Brace 


results in less wear, a minimum of adjustment and 
longer service life. When adjustment is required (due 
to wear), the locking plate plug is simply lifted and the 
wedge tapped in with a hammer. 

For further information, write to United States Steel 
Corporation, 525 William Penn Place, Room 4505, 


Pittsburgh 30, Pennsylvania. 


COLUMBIA-GENEVA STEEL DIVISION, SAN FRANCISCO * TENNESSEE COAL & IRON DIVISION, FAIRFIELD, ALA. 


UNITED STATES STEEL EXPORT COMPANY, NEW YORK 


USS TRACKWORK 














Locking plate plug is dropped on bolt and into 
hole in brace. Serrations on outer face of plug 
engage those of the wedge, while inner smooth face of plug 
engages the vertical shoulders of the brace. Spring washer is 
then placed on bolt, and cap nut is applied and tightened. 
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Stockpiling rails and ties, unloading trash 
from cars, handling wheel assemblies in and 
out of storage, handling aggregates — yard 
jobs like these won’t support high operating 
costs. That’s why more and more railroads 
are using convertible Bucyrus-Erie crane- 
excavators for such work. 


Speed and efficiency are packed into what- 
ever work a Bucyrus-Erie handles. Big en- 
gines “tailored” to fit the work range of each 
size machine produce power to meet all de- 
mands of crane and excavator service. Large, 
cool-running clutches and brakes, responding 
smoothly to conveniently placed controls, pro- 
vide accurate control for precision crane work, 


deliver power where it counts for excavator 
operation—enable the operator to hoist, swing, 
and dump a load with the quick sureness that 
spells speedy job completion. 


Bucyrus-Erie excavators (shovels, drag- 
lines, and clamshells) range in size from 3%- to 
4-cu. yd.; crane capacities range from 3- to 
60-ton (nominal ratings). Transit Cranes 
(carrier mounted) with 15- and 25-ton capacity 
— easily convertible to 14- and 34-yd. excava- 
tor operation —are available also. Let your 
Bucyrus-Erie distributor show you how these 
famous machines can reduce yard work costs 
for you. A0E54 
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DIESEL ENGINES 





GENERATORS 
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a@ name worth remembering when you want the best 


SCALES 
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Stockpiling rails and ties, unloading trash 
from cars, handling wheel assemblies in and 
out of storage, handling aggregates — yard 
jobs like these won’t support high operating 
costs. That’s why more and more railroads 
are using convertible Bucyrus-Erie crane- 
excavators for such work. 


Speed and efficiency are packed into what- 
ever work a Bucyrus-Erie handles. Big en- 
gines “tailored” to fit the work range of each 
size machine produce power to meet all de- 
mands of crane and excavator service. Large, 
cool-running clutches and brakes, responding 
smoothly to conveniently placed controls, pro- 
vide accurate control for precision crane work, 







deliver power where it counts for excavator 
operation—enable the operator to hoist, swing, 
and dump a load with the quick sureness that 
spells speedy job completion. 


Bucyrus-Erie excavators (shovels, drag- 
lines, and clamshells) range in size from 3%- to 
4-cu. yd.; crane capacities range from 3- to 
60-ton (nominal ratings). Transit Cranes 
(carrier mounted) with 15- and 25-ton capacity 
— easily convertible to 14- and 34-yd. excava- 
tor operation— are available also. Let your 
Bucyrus-Erie distributor show you how these 
famous machines can reduce yard work costs 
for you. A0ES4 
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Weeds - Cnass-Erash ? 


We can solve YOUR weed control problems with 
the RIGHT chemicals and application service 





Our complete line of proven weed, grass and 
brush killing chemicals includes: 
Atlacide Liquid Methoxone-Chlorax 
Atlacide Spray Powder CMU 
Chlorax Liquid Brush Killer 
Chlorax Spray Powder Atlas Contact 
TCA-Chlorax Atlas “A” Arsenical 


CHIPMAN 
CHEMICAL COMPANY 


Manufacturers of Railroad Weed Killing 
Chemicals Since 1912 
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Works on or off the 
a rail-propulsion car 
oes with all shovel or 
crane attachments 


With Koehring 205 RailAid, it’s not neces- 
sary to move off-track over round-about routes 
from one work section to the next. Self-powered 
RailAid travels on-track at speeds up to 20 m.p.h. 
. . . does 2 to 3 times the work of conventional 
excavators and cranes that have to crawl or be 
hauled from job to job. 


You can send RailAid anywhere along the line at 
a moment's notice to do any digging, lifting or ma- 
terial-handling. It works on or off-track . . . cleans 
ditches, widens embankments, stock-piles coal or 
ballast, loads and unloads cars, repairs trestles, lays 
rails, does pile-driving, handles scrap or salvage. 


It loads or unloads itself on ramp-equipped car 
in less than 10 minutes. Crane or excavator sets 
car on and off-track . . . clears the right-of-way 
for normal through traffic. Propulsion car has 2-axle 
drive, with airbrakes on all 4 wheels. 
Torque converter gives smooth control of 
20 m.p.h. travel speed. Wide car-“well” 
accommodates 16, 20 or 24-in. crawlers 
on excavator or crane. Versatile Koehring 205 gives 
you '%-yard dipper capacity as a shovel or hoe. 
As a crane it safely lifts 6.9 tons from car, 8.9 tons 
on ground . . . converts to clamshell, dragline, pile- 
driver. For more facts, write: Koehring Company, 
Milwaukee 16, Wisconsin. 


KOEHRING ((}  RailAid® 


(Subsidiaries: KWIK-MIX * PARSONS « JOHNSON) 
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Snapshots by the section boss... 


confirm the wise choice 
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This pump kept 
our feet dry while 
we worked on 
the bridge. 
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Aim MOTORS CENTRIFUGAL PUMPS 


WB COMPRESSORS GROUT PUMPS 


" 


COMPRESSOR OUTFITS TRAILER COMPRESSORS RX COMPRESSORS HA COMPRESSORS 
THE QUALITY LEADER IN COMPRESSORS, PUMPS AND ROCK DRILLS 
FOR CONSTRUCTION, MINING, PETROLEUM AND GENERAL INDUSTRY 


Gardner-Denver Company, Quincy, Illinois 
In Canada: Gardner-Denver Company (Canada), Ltd. 
14 Curity Avenue, Toronto . 6, Ontario 
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FULL VISION means you'll 











Move More with a MICHIGAN 


Step into a MICHIGAN* cab, and sit in the opera- 
tor’s comfortable seat. Notice how easy it is to 
follow every move on the job. 3604 square inches 
of glass!—see what excellent vision is provided, 
in all directions and overhead. 

Here, indeed, is a masterpiece of smart modern 
design: a truly functional cab—fully ventilated, 
quiet; a comfortable cab designed to make the 
operator’s job as easy as possible. Look, also, at 
the outside of the cab; at the adjustable louvers 
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CLARK 


EQUIPMENT 


on both sides for good ventilation; the sliding rear 
doors that make it easy to get at the engine; the 
rear window to complete the full-vision facility. 


For an easy point-for-point comparison of the 
MICHIGAN with other machines, send for the 
MICHIGAN Fact Folio: contains full informa- 
tion, including an interesting book ‘‘More Yardage 
Through Air Power.’”’ The coupon gets prompt 
action. 

*A Trademark of Clark Equipment Company 





CLARK EQUIPMENT COMPANY 
Construction Machinery Division 
492 Second Street, Benton Harbor, Michigan 


Please send the MICHIGAN "24" Fact Folio 


Title 





Name 





Firm 





Address 





City 





LET Wh 
M DEMONSTRATE 
SCIENTIFIC 

RAILROADING 


On your 
track ! 





THE NEW MODEL 


| TIE RENEWAL MACHINE 
THE NEW os Takes old ties out, puts new ones in at half cost — 
ghia in a fraction of the time — of old style methods. Leaves 


no rough track behind. Knurled steel rollers move 


ADZING MACHINE 


ties in either direction with the flick of a lever, spotting 
Adze under traffic and under both rails 


them precisely where wanted. 


simultaneously without removing rails. 
Removes effects of 
tie-plate cutting. Makes gauging easier, 


more economical. Extends crosstie life. 


‘ a 


POWER WRENCH 


Predetermined, constant torque to equalize bolt tension. 


Light weight, heavy duty, precision application. 
Write us for a demonstration or for literature 
EQUIPMENT omen So 20k 2 Benen, | 
Dee Ss, MICHIGAN BLVOB.+ CWICAGO 4 
TRAC KWOR K SPECIALISTS ALL OVER THE WORLD j 4 
Cees [Te 
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NEWS NOTES... 





...@ resumé of 
current events 
throughout the 
railroad world 


RAILWAY TRACK and STRUCTURES: 


OCTOBER, 1954 


Public reaction to its first bilevel dome lounge car has been so favorable, 
according to reports from the Southern Pacific, that the company is going to build 








six more cars of this design in its shops at Sacramento. It is expected that the 
cars will be in service by the early part of 1955. The basic difference between 
the SP’s car and other dome designs is that part of the space under the glass roof 
is at conventional floor height and part is raised to approximately the same 
height as other dome-car equipment. 





The Southern Pacific-Union Pacific Speedway yard at Ogden, Utah, recently 
went into operation. The new $4-million facility is designed to speed freight 








traffic through the Ogden gateway. As part of the project, Pacific Fruit Express 
has increased its icing platform capacity by 220 cars, and can now ice full- 
length unbroken trains; icing facilities have been completely mechanized. 

a 


The Seaboard Air Line reports that summer vacation travel on its road between 
Eastern points and Florida “‘showed a tremendous increase this past July over 








the same month last year.”” At New York, sales of 30-day low-fare roundtrip 





coach tickets were up over 100 per cent, while in Florida they showed an in- 
crease of 35 per cent. The number of all-expense “package tour” passengers 
was triple that of last year. 


Net income, after interest and rentals, of Class | railroads during the first 
seven months of this year was down $218 million from the corresponding period 








last year. Net income this year was $272 million as compared with $490 million 


in the first seven months of 1953. 


Diesel locomotives can now be started or stopped by remote control using a 
telephone device now in service on the Pittsburgh & Lake Erie. Engines at various 








remote points on the road can be connected to a central control point through 
plug-in stations located along tie-up tracks. A set of indicator devices notifies the 
operator at the central control point of engine freezing or overheating, unauthor- 
ized movements or vandalism. A system of coded controls enables the operator 
to start an engine or shut it off as desired. 


Air-coach travel showed a 37 per cent increase and marked the continued rise 
of the airlines’ share of total passenger-miles in 1953. Total passenger-miles 








logged in air-coach travel in 1953 were almost 15 times greater than in 1949, 
the first full year of air-coach service. 


“Railroad Week" will be held in Buffalo, N. Y., from October 15 through 
October 22, and will feature a specially-planned city-wide program to honor the 
Tailroads serving Buffalo, and the industry of which they are a part. Highlights 
of the week will include an exhibit of railroad equipment, a tour of local railroad 


facilities, the placing of a steam locomotive in a city park and a series of meet- 
ings and addresses. 
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WHEN YOUR TRACK 
BALLAST 
NEEDS 











“WOLMANIZED™.. 


the most versatile 
pressure-treated 
lumber... because it’s 
clean, nonoily, 
odorless, paintable... 
‘with service records to 
prove its durability. 


KOPPERS COMPANY, INC. | 


Wolman Preservative Department 






"a \ Pittsburgh 19, Pennsylvania 


: | KOPPERS|)| *wolmanized is a registered trademark |" { 
{ y) of Koppers Company, Inc. 3, 





SPENO contract service eliminates capital investment by 
Railroads in this single-operation equipment. 


Wolmanized 
| Pe er 


Stops Rot and Termites 


SPENO S double screening system gives a thorough 
cleaning in less time than a single screening by other 
mechanical means. 


SPENO Ballast Cleaning Equipment does not foul train 
traffic on adjacent tracks. 


SPENO ’S record of high production and low cost can be 
verified by the sixteen Class | railroads now served. 


RIVES ely Me ial-M doll laclelol Mitel Maleh i-Mtlt-t> Mle 
FRANK SPENO RAILROAD BALLAST CLEANING CO., INC. & 


306 North Cayuga St., Ithaca, N. Y 
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Burying cables, Gradall digs the trench, backfills, 
removes and loads out excess fill. The “arm” and 
“wrist” action of boom and bucket enable the 
operator to do a hand-finish job. 





wa 


11 different jobs on track relocation 


ALL handled by ONE GRADALL! 


On: a million-dollar track relocation project, an eastern railroad’s 
Gradall really demonstrated its money-saving versatility! 


Gradall made it a “‘one-machine” job! The work involved building a 
double track over a fill to replace a single-track trestle over a swamp— 
plus “extra” jobs moving crossings, semaphores, etc. Trains can now 
maintain speeds of 45 mph through the area, eliminating the 15 mph 
bottleneck created by the trestle. 


Look at this list of jobs—all handled by this one Gradall: 


@ Installing 800’ of 24” culvert. 
@ Spreading ballast. 


@ Grading and building vp 
roadbed. 


@ Loading out old ties. 


@ Aligning track. @ Building new crossing—clean- 


@ Burying cables and removing 
excess fill, 


@ Installing semaphores— 
Gradall dug footer and placed 
signal in position after con- 
crete was poured. 


up preparation and spreading 
and rolling asphalt, 


@ Moving gateman’s shanty fo 
new location. 


@ Setting 78’, 140 Ib. rail. 
@ Dressing slopes. 





Gradall clears the way for new roadbed. Note 
the new double-track line curving in from 
fill to meet old track, eliminating single-track 


trestle at top right. 





In addition, this railroad has used Gradall for cleaning track (600’ to 
800’ per day), replacing ballast, as an emergency unit, and for many other 
maintenance and construction jobs. 


You, too, will find that a single investment in a Gradall will give you 
a machine that will do the work of many “specialized” machines, eliminate 
costly hand labor, and cut costs. Write us for a Gradall demonstration right 
on your job: The Warner & Swasey Co., Gradall Division, Cleveland 3, Ohio. 






Gradal 


e e e.2 DIVISION oF AYE Raia 
Gradall Distributors in over 75 principal cities —_ oe 


in the United States and Canada 


MA 


YOU CAN PRODUCE IT BETTER, FASTER, FOR LESS WITH WARNER & SWASEY MACHINE TOOLS, TEXTILE MACHINERY, CONSTRUCTION MACHINERY 
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“ae 2 THIS? 


Every maintenance engineer knows the answer. There is 
absolutely no comparison in the cost of a well-conceived 
weed killing program and the eventual toll in poor drain- 
age and a host of other ills that beset track taken over 
by weeds and grass. It has been repeatedly proved that 
consistent application of the right chemicals applied with 
modern equipment pays off in lowered maintenance costs 


—year after year, and to omit treatment ONLY ONE 





YEAR, can mean the loss of several years effort toward 
weed free track. That has beeh the experience of Bogle 
customers who know the advantages of using a weed 


and brush killing service with a record of proved results 





over the years. 


The R. H. BOGLE Company 


ess. . fe wee 


Memphis. Tenn 


COMPLETE WEED and BRUSH KILLING SERVICE 
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a! - 1 Lifts ties 


2 Lays rails 
3 Shifts cars 



























Waen the Waterloo, Cedar Falls and Northern Railway, 
Waterloo, Iowa, bought a Caterpillar D6 Tractor with a 
Hystaway, it knew it had one unit that had to do a lot 
of important jobs. 


The road quickly found it had five units—crane, 
dragline, clamshell, wingdozer and bulldozer—capable 
of at least the nine vital jobs listed above. 


And, in addition, this versatile piece of equipment 
works on or off track with its track-walking shoes. These 


shoes are designed not to injure rails and bond wires. 


“We can just get on the track and go—any time it is 
necessary,” says Nathan B. Barber of the W. C. F. & N. 
“It’s a real versatile machine. It helps take care of 130 
miles of track.” 


Here, then, is a real hedge against rising costs. It 
can do many jobs—and do them well. It operates on 


4 Handles car trucks 
5 Plows sno 
6 Grades shoulders 
7 Loads and unl 
8 Digs pole holes 
9 Ditches 


on the main line 


w in yards and 


te 
oads cinders, salt, amacre 








inexpensive No. 2 furnace oil. And, like all Cat* equip- 
ment, it will be on the job when you want it. 


There’s a Caterpillar Dealer near you who under- 
stands off-track maintenance problems. Ask him for a 
demonstration of the dependable equipment that will 
do your job quicker and more economically. 


Caterpillar Tractor Co., Peoria, Illinois, U. S. A. 


CATERPILLAR’ 


*Both Cat and Caterpillar are registered trademarks —®) 


TRACKS 
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Dear 
Readers: 
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“Criticism Grapevine” 


Many people realize it is possible for them to get so close to their work 
that they are unable to see the results of their efforts from the vantage 
point of an overall perspective view. We recognize this to be true in our 
own case. We may try to achieve an impartial viewpoint in appraising 
the results of our own efiorts, but we can’t escape the feeling that we are 
not being entirely objective. 


What I am getting at is that we, and I think almost everybody else, 
need outside help in evaluating the quality of their own work. There are 
various names for the kind of help I have in mind. but I can’t think of a 
better term than “constructive criticism.” The other kind—destructive 
criticism—is available free in unlimited quantities, but it is practically 
worthless because its underlying objective is to tear down rather than 
build up or help. 


The kind of criticism that stems from a desire to be of help is extremely 
rare. This is the variety of criticism you might expect to receive from 
your friends, but we all realize how seldom it is that our friends are help- 
ful in this respect. I suspect this is so primarily because people are afraid 
of getting an adverse reaction from the person criticized, in other words, 
that he may be hurt or offended. Ask a friend (not your boss) what he 
thinks of your work, and you can be pretty sure he will tell you that 
you are doing fine even though he may think otherwise. 


We frequently wish that the situation were otherwise, .and that our 
friends were more prone to tell us what they really think about the re- 
sults of our efforts—and I am speaking of the magazine now—even if they 
have some faults they wish to bring to our attention. However, even if we 
can’t change human nature there are ways of getting around it. If we are 
really in earnest about finding out what people think so that we may use the 
information in a constructive way to do a better job, we can use what I 
call the “criticism grapevine.” Although your friends are not inclined to 
tell you directly what they think, they are apt now and then to let their 
guard down long enough to give a hint of their real thinking about your 
work in discussions with mutual friends or associates. If you have made 
it known in one way or another that you welcome constructive criticism 
you will soon find these comments trickling back to you. 


This “secondhand” criticism has proved very helpful to us in our efforts 
to give you the kind of magazine you desire and need. From time to time 
we have made improvements in the magazine based on comments coming 
to us via the criticism grapevine. The individuals making the comment in 
the first place are not aware that we have made use of their thinking. 
We would like to tell them about it, but we don’t want to spoil a source 
of constructive information. 


The criticism grapevine isn’t the best and most reliable way of obtaining 
suggestions for improvement. We would much prefer to have your con- 
structive comments direct. In that way you will help us to produce a 
magazine of greater usefulness to all our readers. M.H.D. 
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SIMPLIFIES 
SWITCH INSTALLATIONS — 

ALLOWS EXACT THROW 
OF SWITCH POINTS 


This new Type "MJ" Switch Rod was designed to include an 
adjustable feature that will simplify the installation of switches so as 
to readily obtain an accurate throw of the switch points and 
maintain this throw during the life of the rod. It was patterned 
essentially after the popular RACOR Type "M" Vertical Rod. 


Identical rods can be used in various switch designs for either head 
or back rods. 


The "MJ" Rod is furnished with extra strong clips with elongated 
holes and with accurately machined serrations that correspond 
with those in the switch rod. It eliminates rod bolt hole wear that 
normally develops when non-adjustable type rods are used. 


This rod is recommended for use in heavy duty hand, machine or spring 
operated switches. 





For further information, contact your nearest RAMAPO representative. 


RAMAPO AJAX DIVISION 


109 North Wabash Avenue, Chicago 2, Ill. 


Sales Offices: New York, N. Y.; Buffalo, N. Y.; 
Cleveland, Ohio; St. Louis, Mo.; Denver, Colo.; 
an Francisco, Cal.; Niagara Falls, Ont., Canada. 


Plants: Chicago, Ill.; Chicago Heights, Ill.; E. St. 
Louis, lll.; Buffalo, N. Y.; Superior, Wis.; Pueblo, 
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Experienced railroad men have, through the 
years, come to know and rely on Fairmont 
products. They know from personal experi- 
ence that they represent the very latest in 
design and engineering—and the very finest 
in performance and quality. And that is why 
= less of the maintenance problem at 
hand—Fairmont is looked upon as the logical 
source for maintenance equipment. In the 
field of tie renewal alone, Fairmont designs 
and manufactures a wide variety of products 
—each, in its area of operation, the perfect 
choice for dependability, economy and thor- 


FAIRMONT RAILWAY MOTORS, 





Is your problem 


oughness of work. Like all Fairmont ——~. 
they are the result of years of careful design 
and engineering—and of actual field testin 
on the job. They have been proven throu 

long use in the hands of maintenance men the 
world over—and have established themselves 
as the overwhelming choice of operating per- 
sonnel everywhere. If tie renewal is your 
problem, we urge you to study the represen- 
tative equipment pictured here and to contact 
us for complete, detailed information. You'll 
quickly discover why we say—“If there's a 
job to be done—there’s a Fairmont to do it!” 


INC., 


FAIRMONT, MINNESOTA 
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W86 SERIES A HYDRAULIC RAIL 
LIFTER mokes tie plate removal and 
insertion unusually easy . . . with its 
spring - counter -balanced lifting 
orms, welded steel supporting 
frame and direct-driven hydraulic 
pump. Two-man track removal 


W68 SERIES A HYDRAULIC TIE 
REMOVER removes ties at a rate 
of approximately one per minute 
under average operating condi- 
tions. Ruggedly built, and with a 
minimum of moving parts, this unit 
requires only two men for operation. 


W87 SERIES A TIE BED SCARIFIER 
with but one operator can dig ten 
feet of tie bed a minute to a uni- 
form controlled depth and at right 
ongles to the rails. The assembly is 
hydraulically operated, as is the 
drive for renewable digging teeth. 


W90 SERIES A TIE INSERTER 
inserts ties quickly and easily and 
requires only two men for operation. 
Maintenance is remarkably low 
because of its simple design and 
sound construction. This unit is self- 
propelled for greater efficiency. 





W83 SERIES A TIE NIPPER guar- 
antees fast, efficient action. A 
simple linkage and lever give 
positive opening and closing of 
hooks, assure simple operation and 
great dependability. Handle can 
pivot to three different positions. 


MANUFACTURERS OF INSPECTION, SECTION AND GANG CARS, HY-RAIL CARS, MOTOR CAR ENGINES, PUSH CARS AND TRAILERS. WHEELS, AXLES AND BEARINGS. BAL- 


LAST MAINTENANCE CARS, DERRICK CARS, OIL SPRAY CARS, GROUTING OUTFITS, TIE RENEWAL EQUIPMENT, RAIL RENEWAL EQUIPMENT, WEED CONTROL EQUIPMENT 
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Superior Advantages of 
FABCO Self-Sealing TIE PADS 


New FABCO Sealer 


®@ New sealing compound completely seals out 
moisture and dirt between pad and tie. 


®@ New sealing compound flows in around spike 
and prevents intrusion of water into spike hole. 


® Because sealing compound is applied only 
on the side next to the tie, freedom of move- 
ment of the tie plate is permitted with no dis- 
turbance to the tie bond. 


® New sealing compound withstands extremes 
of temperature. 


FABCO Tie Pads 


® Withstand moisture, brine and all weather 
conditions. 


® Do not squash or crush in heavy service. 


®@ Permanent resiliency in winter and summer 
affords maximum protection against the crush- 
ing of wood fibres and assures tight spikes. 


® Exceptionally long life assures low final cost. 


“Perfect Seal and Long Life” 
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ai in conventional form the structure of aFABCO 
Self-Sealing TIE PAD with its new, factory-applied 
seal on the bottom side and a thin non-adhesive 
coating on the top side. 


Self-Sealing 
TIE PADS 


This new and improved seal provides a quick and lasting 
bond of the pad to the tie. 


To prevent FABCO Self-Sealing TIE PADS from sticking 
together in shipment and storage, a special thin film of 
non-adhesive coating is applied to the back of each 
FABCO Self-Sealing TIE PAD. 


NOW —to the proven durability and permanent resiliency 
of FABCO Self-Sealing TIE PADS has been added an 
absolutely effective seal to the tie. Without question, this 
greatly improved bonding feature makes FABCO Self- 
Sealing TIE PADS the best tie pads you can buy at any 
price. .. Write today for latest literature and information 
on this new and important development. 


MADE BY THE MAKERS OF FABREEKA 


FABREEKA PRODUCTS 


COMPANY, INC. 


222-M Summer Street, Boston 10, Massachusetts 
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Editorial Opinion 





Using the Research Tool 


The value of research as a tool of 
progress in railway construction and 
maintenance is an accepted fact. Rail- 
roads everywhere are now reaping the 
benefits of past research, and unques- 
tionably these benefits will grow as 
additional findings of the various re- 
search agencies are put to practical 
use. 

The question now is whether rail- 
way maintenance and construction of- 
ficers and supervisors are fully con- 
versant with the research facilities 
available for solving their problems 
and with the procedure to be followed 
in making use of them. C. J. Code, 
assistant chief engineer—engineer of 
tests of the Pennsylvania, speaking 


before the annual meeting of the- 


Roadmasters’ Association at Chicago 
last month, made a number of worth- 
while suggestions along this line. We 
think every track and B&B man 
should take note of them. 

On those railroads having research 
laboratories there is probably a defi- 
nite procedure to be followed in mak- 
ing requests for information, said Mr. 


Code. In such cases you should “find 
out what the setup is and put your re- 
quest in through the proper channels 
and you will get your answer back 
much quicker. In fact, if you don’t... 
you may not get your answer at all.” 

When asking for information from 
your laboratory “it is extremely im- 
portant to give them a clear descrip- 
tion of what your problem is,” said 
Mr. Code, along with all the informa- 
tion needed by the researchers in 
tackling the problem. In cases where 
it is desired to obtain information 
from the AAR’s Central Research 
Laboratory in Chicago, “you will 
probably find that requests for in- 
formation should be cleared through 
your chief engineer.” 

The point is that, with facilities 
now available for conducting research 
into every phase of the railroad fixed 
plant, railway men in general, and 
maintenance officers in particular, 
have the responsibility not only of 
familiarizing themselves with these 
facilities but also of using them to 
maximum advantage. 


3000 Questions 


This month, your ““What’s the An- 
swer” department is asking the 
3000th question since its birth, a 
third of a century ago. Since its initial 
appearance in Railway Maintenance 
Engineer, parent of the present Rail- 
way Track and Structures, in Janu- 
ary 1921, What’s the Answer has been 
conducted as an open forum for the 
frank discussion of railroad engineer- 
ing problems. The questions presented 
have covered a myriad of subjects 
ranging through the entire field of 
railway construction and mainte- 
nance. 

More than 5000 answers to the 
questions have been published cover- 
ing the experience of an army of 
maintenance men from section fore- 
men to chief engineers. Many of the 
answers, because of their scope, have 
been expanded into feature articles 
which developed the basis for ac- 
cepted approved practices. 

New questions continually arise in 
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these constantly changing times as 
new applications of men, machinery 
and methods are developed. 

We who edit this department need 
the contributions, suggestions and 
help of everyone in the maintenance 
field as an aid in keeping the best in 
new ideas before you. For this reason, 
contributions in the form of questions 
as they arise in your daily work are 
always welcome as well as the benefit 
of your experience in answering ques- 
tions posed by others. We merely act 
as the clearing house for the benefit of 
all in preparing your material. 

It is not necessary that you be 
versed in the art of writing or the 
turning of polished phrases in order 
to make your contribution. We need 
your ideas. Your questions and an- 
swers may be in the rough; our job is 
to do the polishing. Together we can 
make the next 3000 questions equal 
or surpass the standard of the 
past. 
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R. P. Hart discussed the increasing re- 
sponsibilities of supervisors today. 


Convention Report . 


M. |. Dunn took a long-range view of 


the future of maintenance of way. 





E. H. Hallmann drew a close relationship 
between public and employee relations. 


Roadmasters and B&B Groups 


Concurrent meetings at Chicago last month included 
two joint sessions at which addresses of mutual in- 


terest were heard. All 


of them emphasized the 


heavier responsibilities of the supervisors under to- 
day’s conditions, in reducing costs, promoting public 
relations, and preparing for emergencies. 


@ Although this was a non-exhibit 
year, officers of the Roadmasters & 
Maintenance of Way Association 
and the American Railway Bridge 
& Building Association expressed 
satisfaction over the attendance at 
the concurrent annual conventions 
of the two groups, which were 
held at the Conrad Hilton Hotel, 
Chicago, on September 13-15. 

For the most part the two as- 
sociations held their meetings se- 
parately, but they came together in 
joint sessions on two occasions. One 
of these was the opening session on 
Monday morning, September 13, 
and the other was a joint afternoon 
on the following day. The activi- 
ties of the individual sessions are 
dealt with in subsequent articles 
in this issue. This article deals only 
with the highlights of the two joint 
sessions. Sharing in the direction of 
these sessions were H. W. Kellogg, 
president of the Roadmasters’ 
Association, and engineer of track, 
Chesapeake & Ohio, Detroit, Mich., 
and Lee Mayfield, president of the 
Bridge & Building Association, and 
resident engineer, Missouri Pacific 
Lines, Houston, Tex. 

Both joint sessions were featured 
by interesting programs of ad- 


dresses by top-ranking railroad 
officers. 
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Major addresses at the joint 
opening session were heard from 
R. P. Hart, chief operating officer, 
Missouri Pacific, who spoke on 
“Increasing Responsibility of Su- 
pervisors on Today’s Railroads,” 
and from E. H. Hallmann, director 
of personnel, Illinois Central, 
whose subject was “Public Rela- 
tions Depend on Employee Re- 
lations.” 

At the second joint session there 
were also two principal speakers. 
One of these was M. I. Dunn, vice 
president, construction and main- 
tenance, Chesapeake & Ohio, who 
spoke on “Immediate and Long 
Range Future of Maintenance of 
Way.” The other was C. B. Fisher, 
general manager of the Chicago 
Union Station Company, who 
spoke in his capacity as operating 
officer, Northern Region, Railroad 
Section, Illinois Civil Defense 
Agency, and the subject of his 
address was “Effect of the H-Bomb 
on Track and Structures.” His talk 
was illustrated by moving pictures. 

In his address at the joint open- 
ing session, Mr. Hart left little 
doubt that railroad management 
expects its supervisory personnel to 
make even greater contributions to 
railroad progress than it has in the 
past. He referred to the improve- 


ments in methods and equipment 
that have made it possible to hold 
maintenance expenditures to nom- 
inal increases, while wages and 
material costs have been going up 
sharply. He added, however, that, 
“in the light of reduced income, 
keener competition and the above- 
mentioned increased cost for labor 
and materials, you must now be 
more alert than ever before to 
discover and adopt refinements 
that will affect still greater econ- 
omies in the maintenance of our 
railway facilities:” 

Mr. Hart urged his listeners to 
observe the operations of mechani- 
cal aids closely “to be sure you are 
getting full efficiency from them,” 
to “personally study your equip- 
ment and become intimately ac- 
quainted with it” in order to get 
the best results from its operation, 
to keep work crews under close 
observation so that “you can tell 
whether each workman is con- 
sistently performing, hour after 
hour, a reasonable amount of effec- 
tive work,” and to give the foremen 
the kind of direction they need and 
desire. 

Mr. Hart also sees a need for 
being “more cautious than ever 
about the selection of men” to be 
sure they are physically fit, for 
more careful planning in selecting 
the means to be used in getting 
men to and from work, and to use 
the best quality of materials and 
supplies available.” 

In his address on the public 
relations activities of supervisors 
Mr. Hallmann also placed heavy 
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Cc. P. Fisher pictured the role of M/W 
supervisors in an H-bomb attack. 


responsibility on this group. Its 


employees are a railroad’s greatest 


asset, he said, and then went on to 
make the point that it is the re- 
sponsibility of the supervisors to 
make the most of this asset. 

To do this, he said, we must 
accomplish three things: “First, we 
must be more selective in hiring 
new employees, second, we must 
do a thorough job of indoctrinating 
and training employees; and third, 
we must identify the better-than- 
average employees within the ranks 
and help them achieve what their 
abilities promise.” 

Mr. Hallmann said that it is no 
trouble at all to visualize the ideal 
employee, but unfortunately “it is 
much easier to visualize than to 
find them.” Yet, he said, such 
people do exist and in far greater 
numbers than one might imagine. 
“We must give more attention to 
interviewing, testing and screening 
applicants for employment if we 
want to be certain of having per- 
sonnel who are a credit to our 
industry. After hiring the right kind 
of people, our next responsibility 
is to help them get started in the 
right path.” 

Mr. Fisher gave a graphic ac- 
count of the problems that will face 
the country as a whole and railway 
maintenance-of-way supervisors in 
particular, if we should be sub- 
jected to an H-bomb | attack. 
H-bombs, he said, are 1000 times 
more powerful than the A-bombs 
used on Nagasaki and Hiroshima in 
Japan, and the area of blast is 10 
times that of the smaller bomb. The 
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CONGESTION around registration desk on opening day. A total of 752 railroad men 
and 405 supply men registered, or a grand total of 1,157 members and guests. 


Hold Joint Sessions 


total area of damage may exceed 
1250 square miles. The responsi- 
bility for determining the extent of 
the damage to railroad facilities 
will be placed on the men re- 
sponsible for the maintenance of 
tracks and structures. Then deci- 
sions must be made as to the areas 
which can be repaired quickly to 
return the important lines and 
facilities to service. 

In his address Mr. Dunn ex- 
pressed the opinion that “the rail- 
ways will continue to dominate the 
freight transportation field during 
the foreseeable future,” but that 
railway passenger train mileage” 
will no doubt continue to shrink.” 
For this reason he expects that, as 
time goes on, “the roadmaster will 
be more concerned with the safe 
maintenance of track for high- 
speed freight trains because we 
cannot compete for the most de- 
sirable freight traffic unless we give 
fast, dependable and damage-free 
service. The accomplishment of 
this task will be facilitated by 
“three tried tools,” namely, me- 
chanization, gang maintenance and 
programming. 

To develop the importance of the 
mechanization tool, Mr. Dunn pre- 
sented figures to show that a “track 
laborer receives about the same 
wage today for two hours work as 
he did for eight hours in 1936.” 
These accelerated wage increases, 
he said, are the primary reason for 
the development and adoption of 
the mechanization tool. 

Turning to consideration of the 
gang-maintenance tool, Mr. Dunn 





G. W. Miller brought greetings from the 
AREA of which he is president. 


described how the C&O, beginning 
about two years ago, took one divi- 
sion at a time “and commenced 
doing heavy track maintenance 
with a few large extra forces 
equipped with tools and enough 
men to do the work economically.” 

Speaking of the programming 
tool, he declared that a program 
has to be formulated and followed. 
He sees this kind of programming 
as being something new. “We are 
no longer firemen rushing from 
point to point just ahead of trouble. 
The millions of dollars that have 
been put into the railroads have, 
I hope, brought us to a _ point 
where, please heaven, we _ shall 
never have to go back to that 
situation.” 


Turn page for report on e 
Roadmasters’ sessions 
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Convention Report . 





What the Roadmasters Did 


They heard and discussed six reports of subjects 
committees and also brief reports from the three new 
standing committees. Three honorary members were 





President Kellogg at speakers’ rostrum 


@ “It is the work of our associ- 
ation to help find new ways and 
‘ exchange our ideas with each other. 
We can be justly proud of our 
records of increased efficiency we 
have achieved in our work through 
the use of the many fine power ma- 
chines developed and put on the 
market by our friends, the manu- 
facturers of maintenance-of-way 
equipment. These machines are 
built to save many man-hours of 
labor, and we are in direct charge 
of their operation and responsible 
for their efficiency and the safety 
of the men who operate them. It is 
our job to plan our work and pro- 
gress our plans to a conclusion.” 
These remarks appeared in the 
address made by President 
H. W. Kellogg of the Roadmasters’ 
Association before the first separate 
session of that group. Mr. Kellogg 


elected. 


is engineer of frack of the Chesa- 
peake & Ohio at Detroit. 

Immediately after President Kel- 
logg’s address those past presidents 
of the association, who were pres- 
ent were introduced. Next, three 
new honorary memberships were 
presented. These were conferred 
upon L. M. Denney, a past presi- 
dent of the association, who retired 
in 1944 as a track supervisor on the 
Big Four; John B. Kelly, also a past 
president of the association, who 
retired in 1952 as supervisor of 
safety on the Soo Line, sar pre- 
viously served that road for many 
years as general roadmaster; and 
W. P. Wiltsee, retired chief en- 
gineer of the Norfolk & Western, 
and another past president. These 
presentations were made _ by 
E. J. Brown, assistant chief en- 
gineer, Burlington Lines. 

Following these preliminaries the 
association got down to the primary 
business at hand which was the 
presentation and discussion of the 
six reports that had been prepared 
by subjects committees. A new 
feature on the program this year 
consisted of the presentation of 
brief initial reports by the chair- 
men of the three new standing 
committees that have been estab- 
lished by the association. These are 
known as standing committees 
No. 1 (Machinery for Maintenance 
of Way Work), No. 2 (Track), and 
No. 3 (Roadway). 


There was time on the program 
this year for only one major ad- 
dress. This was presented by 
C. J. Code, assistant chief en- 
gineer—engineer of tests, Pennsyl- 
vania, and dealt with the subject, 
“Laboratory and Other Tests to 
Aid in Solving Track Problems.” 

Abstracts of all of the committee 
reports and the address by Mr. 
Code, plus summarized versions 
of the discussions that followed 
their presentations, are given on 
the iliacien pages. Brief reference 
is also made to the reports of the 
three new standing committees. 


Election of Officers 


In the election of officers R. G. 
Simmons, general roadmaster, Mil- 
waukee, Chicago, was advanced 
from first vice-president to presi- 
dent; W. M. S. Dunn, general road- 
master, Nickel Plate, Bellevue, 
Ohio, was promoted from second 
vice-president to first vice-presi- 
dent; and J. E. Griffith, assistant 


‘ chief engineer maintenance of way 


and structures, Southern, Knoxville, 
Tenn., was elected second vice- 
president. New directors are G. W. 
Neal, superintendent, Chattahoo- 
chee Valley, West Point, Ga., and 
D. C. Hastings, division engineer, 
Richmond, Fredericksburg & Po- 
tomac, Richmond, Va. E. E. Crow- 
ley, division engineer, Delaware & 
Hudson, Albany, N. Y., was re- 
elected treasurer. 


Elected at the convention, the new officers of the Roadmasters’ Association are: 





R. G. Simmons 
President 
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W. M. S. Dunn 
Ist Vice-president 






J. E. Griffith 


Znd Vice-president 





E. E. Crowley 
Treasurer 
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Roadmasters’ Sessions— 





A. P. Schmitt, estimating engineer; H. H. Elliott, division engi- 
neer; C. E. Elliott, engineer of track—all of the Western Pacific; 
W. B. Warfield, supervisor structures, PRR. 





V. E. Yeargain, roadmaster, Frisco; C. A. Hagen, supervisor track, 
Ilinois Central; J. B. Skidmore, roadmaster, Chicago, Rock Island 
& Pacific. 





Highlights of 


Reports, Address, Discussions 


@ Abstracts of the six committee 
reports and the single address pre- 
sented during the Roadmasters’ 
sessions are given in the following, 
along with summarized versions of 
the discussions from the floor. 
Reference is also included to the 
reports of the three new standing 
committees. 


SOLVING TRACK PROBLEMS 


Some pertinent suggestions on 
how to initiate research work in 
the laboratory, along with helpful 
advice on how to carry out service 
tests, were contained in an address 
on “Laboratory and Other Tests to 
Aid in Solving Track Problems,” 
presented by C. J. Code, assistant 
chief engineer—engineer of tests, 
Pennsylvania, Philadelphia. 

Mr. Code started his talk by 
citing an example of an early ex- 
perience he had with the labora- 
tory on his railroad. His point was 
that quicker results would have 
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been obtained if he had _ been 
familiar with the need for going 
through regular channels in re- 
questing that the test be made. He 
suggested to his listeners that they 
find out what the setup is on their 
respective roads for obtaining in- 
formation through the company’s 
laboratory. “In Fact,” he said, “if 
you don't do it that way, you may 
not get your answer at all.” 

For those who wish to obtain in- 
formation from the Central Re- 
search Laborator of the Association 
of American Railroads in Chicago, 
Mr. Code suggested “you will 
probably find that requests for 
information should be cleared 
through your chief engineer.” 
When seeking laboratory informa- 
tion “it is extremely important ‘that 
you give them a clear description 
of ae your problem is. If you 
want them to compare a new 
material, which is offered for a 
certain purpose, with the material 
you are already using, be sure to 
give them an accurate description 
of what you are already using, and 
if possible give them a standard 
specification for it, since the basis 
of these tests is comparison.” 

Mr. Code discussed a number of 
problems related to track work and 
bridge and building work on which 
the laboratory can be of material 
assistance. He said that his labor- 
atory had been of the greatest 
assistance in “pinning down” the 
causes of certain types of rail fail- 
ures. “Also,” he said, “your labor- 
atory might be of a good deal of 
assistance to you in checking up on 
defective tools. He is also sure that 
“your laboratory can give you a 
lot of help in determining which 
of the various kinds of ballast avail- 
able along your railroad are most 
suitable for your use.” 


His company’s laboratory, he 
said, has a test it runs on switch 
heaters. He feels this is the “best 
way to determine fuel consump- 
tion, to determine rail temperature, 
and to find out whether a heater is 
readily extinguished by a blast of 
wind.” 

Mr. Code recognizes that many 
problems cannot be solved by 
laboratory tests and must be sub- 
jected to service tests. His rec- 
ommendation is that such tests be 
organized by those who have had 
experience with them. “It has been 
my experience that when people 
set up service tests who have had 
little or no experience in running 
such tests, they usually leave out 
some important factors such as 
proper comparison with standard 
material, and in many cases this 
renders the test almost valueless.” 


TRACK WELDING 


One of the committee reports, 
based on information obtained by 
a questionnaire sent to railroads all 
over the United States and Canada, 
dealt with the subject, “Welding in 
Connection With Maintenance of 
Track.” Chairman of this com- 
mittee was D. J. Bell, welding in- 
spector, St. Louis-San Francisco, 
Springfield, Mo. The report was 
submitted “with the idea that there 
is a genuine saving in the mainte- 
nance man’s money by following 
the procedures stated, in labor, 
material, time and better riding 
conditions.” 

The report pointed out that quite 
a number of railroads in the last 
few years have supplied their 
track welders with %-ton or 1-ton 
trucks, power drills, portable 
grinders, electric welding machines 
and house trailers. “This enables 
the welder to do more and better 
work, to be at emergencies quicker, 
to have the proper tools with him 
at all times, as well as not having to 
worry about trains with a motor 
car. Welders are doing a better 
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class of work than they were sev- 
eral years ago at a great saving to 
the railroads in time and material.” 

The report went on to discuss 
the prevailing techiques for carry- 
ing out rail-end maintenance weld- 
ing, for butt-welding rails, for 
making stock rails, for building up 
frogs in track by the oxyacetylene 
process and for repairing switch 
points. 

“Arc-welding,” said the com- 
mittee, “is a comparatively new 
field on most of the roads and has 
been found to be very successful 
for almost all operations pertaining 
to track work.” Three precautions 
to be observed in the use of arc- 
welding in building up manganese 
frogs or crossings were discussed, 
and the use of the skip welding 
technique was recommended. The 
committee stated that a frog or 
crossing built up in this manner 
should last as long as the original 
if given the proper attention after 
welding. 

A detailed description was_in- 
cluded in the report-of a procedure 
for building up driver burns. It 
also described the procedure to be 
followed in building up  open- 
hearth frogs and crossings. The 
committee stated that reports it had 
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received indicated it was not 
practical to build up  spring-rail 
frogs extensively in the track by 
the oxyacetylene process as the 
heat will warp them. 

The committee said that it was 
common practice on some roads 
to cut rail with the cutting torch, 
and that this practice has been 
carried on for years without any 
known failures where the proper 
procedures were used. 


DISCUSSION 
J. E. Shaw (T&NO) touched off 


the discussion with a question con- 
cerning the proper use of the strap 
under rails to be butt-welded, 
which Chairman Bell explained. 

A spirited exchange of ideas was 
started by a lengthy statement by 
S. E. Tracy (C B&Q) objecting to 
the recommendations of the com- 
mittee with reference to the weld- 
ing up of driver burns and the 
flame cutting of rail ends in main 
track. R. L. Fox (Sou) defended the 
report in a statement of the extent 
to which wheel burns were built 
up on his road. G. W. Bennett 
(NYC) supported Mr. Fox by 
recommending the welding of en- 
gine burns and the building up of 
rail ends by the oxy-acetylene 
method. O. H. Carpenter (UP) said 
his road had not as yet accepted 
the practice of building up wheel 
burns and that they did not weld 
up frogs and switch points under 
traffic. He further stated that 265 
rails which had been damaged by 
driver burns had been removed on 
his territory. W. A. Schubert (StL- 
SF) said that he knew of no failures 
on his road which had resulted 
from the building up of driver 
burns. N. Halverson (GN), ex- 
pressed his concurrence with Mr. 
Tracy's views. Mr. Carpenter 
wanted to know when and where 
to start building up burned rail. 
Mr. Fox replied that in his opinion 
% in should be the depth limit. 

A. B. Chaney (MP) said that his 


road had not adopted the practice 
of building up driver burns because 
of the large area to be covered and 
the personal equation represented 
by the welder. He recommends the 
removal of multi-burned rail. He 
also asked for a comparison §be- 
tween rail which was butt-welded 
in the field and_pressure-welded 
rail. Chairman Bell said that the 
consensus favored pressure welds. 


SIZE OF GANGS 


A committee reporting on the 
“Economical Size of Gangs for 
Track Maintenance,” based its re- 
port on the premise that sharply 
higher hourly wages for labor are 
necessitating the greater use of 
machinery, and that in view of this 
situation, the section forces should 
perform little or no program work. 
This report was prepared by a 
committee of which G. D. Mayor, 
assistant division engineer, Chesa- 
peake & Ohio, Russell, Ky., was 
chairman. 

With respect to rail laying, the 
committee said that they consist 
of a gang designed for this purpose 
will be determined on the basis of 
whether or not the majority of 
the rail to be laid is on single or 
multiple track. On roads where the 
trackage is largely of two or more 
tracks it has been found that a 
system or district rail-laying force 
consisting of from 120 to 140 men, 
equipped with a full complement 
of machinery can lay rail at the 
lowest cost per lineal foot. On the 
other hand, the economical size of 
a rail-laying force for use in single- 
track territory may consist of from 
35 to 60 men. 

Turning to the matter of carry- 
ing out surfacing and tie-renewal 
work, the committee said that the 
development of the large, on-track 
tamping machine had _ brought 
about a complete change in meth- 
ods and organization. The con- 
sensus of replies received by the 
committee led it to conclude that, 
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where diversion of traffic is pos- 
sible, a 60-man force with full 
mechanical equipment can install 
ties, surface track and take care of 
lining and dressing, completing 
approximately 3600 ft of track per 
day. Where traffic cannot be di- 
verted, a 30-man force seems to be 
the average. 

However, because of the wide 
variation in the size of forces used 
for this purpose, it is obvious said 
the committee, that the economical 
size of tie and surfacing forces is 
one that must be decided by the 
maintenance officer on whose terri- 
tory the work is to be performed. 
Only he can be familiar with his 
budget and the many variables 
involved. ; 

Just as the whole picture of track 
maintenance has been changed 
with the advent of high labor costs 
and the resulting production of 
mechanized equipment, said the 
committee, so the picture may 
again change and change quickly. 
Certainly new and improved ma- 
chinery will be forthcoming. Each 
such piece of equipment must, of 
necessity, require a re-examination 
of the organization handling it with 
a view to reducing costs and in- 
creasing production. 


DISCUSSION 


President Kellogg opened the 
discussion with the statement that 
there were as many ways of doing 
the work as there were railroads. 
R. L. Fox (Sou) said that his road 
was using section and division 
gangs equipped with trucks. The 
division gang, which was assigned 
without district, would be moved 
anywhere, thereby eliminating com- 
plaints as to authority in doubled- 
up gangs. M. McClendon (StL-SF), 
wanted to know who accepted the 
responsibility for the track under 
that setup. Mr. Fox replied that this 
was the responsibility of the as- 
sistant supervisor, who took the 
load off of the section foreman. 
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Two members asked what con- 
stituted the best inspection method 
and how territories were assigned? 
E. L. Anderson (SL-SF) said that 
on his road this was the responsi- 
bility of the district-gang foreman, 
and that he is privileged to assign 
the duty to an assistant foreman 
who patrols as instructed and di- 
rected by the foreman of the dis- 
trict gang. G. W. Bennett (NYC) 
stated that his road had temporarily 
eliminated track patrols and that 
section gangs were now patrolling 
once a week. 

W. D. Almy (CRRofNJ) wanted 
to know how costs could be broken 
down per lineal foot, to reflect a 
good comparison of the various 
methods. G. D. Mayor (C&O) said 
his road was assigning an assistant 
cost engineer to each two super- 
visors districts and that they de- 
termined costs for labor only and 
made no effort to consider material 
or machinery costs or depreciation. 

G. B. McClellen (T&P) brought 
up the question of foreman eligi- 
bility and suggested getting rid of 
undesirable prospects before their 
60-day probation period was up. 
President Kellogg said that on his 
road foremen were chosen from a 
promotion list. 


HIGHWAY GRADE CROSSINGS 


“The manner in which grade 
crossings are maintained provides 
the only yardstick by which many 
people may judge the efficiency of 
a railroad. Rough and poorly main- 
tained crossings are a very poor 
advertisement. In addition to facili- 
tating the flow of traffic, a well- 
maintained crossing serves as a 
good public relations medium.” 

This paragraph appeared in a 
report on the “Construction and 
Maintenance of Highway Grade 
Crossings.” Chairman of this com- 
mittee was H. F. Davenport, su- 
pervisor of track, Illinois Central, 
Corinth, Miss. 

The committee then proceeded 


to discuss the properties of the 
various types of grade crossings in 
general use today. The types of 
crossings that are being installed 
at locations where the traffic over 
them is comparatively light consist 
of untreated plank, treated plank, 
monolithic concrete, rolled or cast 
metal, and the rail type. Crossings 
of precast concrete slabs of bi- 
tuminous material and of prefabri- 
cated treated wood are being used 
generally on heavy-traffic crossings 
where the speeds of highway ve- 
hicles and trains are at a maximum. 

In discussing construction meth- 
ods, the committee said that good 
drainage is important in any type 
of crossing, and that any measure 
that can be taken to improve the 
drainage at a crossing will pay 
for itself by reducing maintenance. 

The committee said that the 
practice of coating the rail in 
crossings with a petroleum product 
of some type is a good one, and 
that tie pads are coming into use 
in the construction of many cross- 
ings. It said that clean crushed 
stone or slag ballast makes an ideal 
foundation for any type crossing, 
and that when crossings are re- 
newed, fouled ballast should be 
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removed and replaced with new 
ballast to a depth of 10 in below 
the tie. 

As crossings are renewed, any 
future change in the grade of the 
street or highway should be con- 
sidered, and the crossing raised to 
the proposed grade. In general, 
new sawed ties should be used in 
all crossings. Extra time spent in 
picking ties of the same size and 
quality will be very worth while 
because it will add to the life of 
the crossing, stated the committee. 
Insulated joints should be located 
at as far as possible from the cross- 
ing. 

The report emphasized the need 
for careful maintenance in prolong- 
ing the service life of crossings, and 
then discussed some of the things 
to look for or to do in this connec- 
tion. When crossings are renewed 
the report said that many economies 
can be effected by programming 
crossing renewals to coincide with 
track surfacing and rail programs. 
Any programming work in this 
manner will eliminate tearing up 
the crossing several times. 


DISCUSSION 


L. C. Blanchard (CMStP&P) 
opened the discussion with a re- 
quest for suggestions for the pre- 
vention of water pockets between 
the ends of street and sidewalk 
pavement in the track zone. Chair- 
man Davenport suggested exten- 
sion of the pavement across this 
area. 

R. G. Schultz (T&NO), in reply 
to a question by R. L. Fox (Sou), 
said that his road had been unsuc- 
cessful in their use of precast con- 
crete slabs and were now using a 
crossing constructed of cement- 


stabilized oyster shell with a bitu- 
minous seal coat. He said that this 
type of construction had eliminated 
heaving of the crossings and was 
successfully carrying city traffic of 
up to 5000 cars per day. G. M. 
O'Rourke (IC) called attention to 
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a type of crossing construction used 
on his road which had a stiffener 
rail on the tie-ends outside of the 
running rail. This crossing did not 
heave in winter and was being suc- 
cessfully used in the Chicago area. 

O. H. Carpenter (UP), said that 
he prefers the double flangeway 
with a 12-in plank on both sides of 
the rail and bituminous fill-in. This 
type of construction, he said, per- 
mitted inspection and servicing of 
the crossing rail. He further stated 
that this construction eliminated 
the problem of false-clear signal 
indications, which developed with 
a balled in flange rail. Another 
member said he prefers a double 
balled-in flange rail in place of an 
upright guard rail because of 
settling in the latter case. 

J. E. Fanning (IC) wanted to 
know how prevalent head-web 
separations were in crossing rail. 
Mr. Fox replied that seven had oc- 
curred on his territory. Mr. Car- 
penter said that such separations 
were caused by the solid condition 
of the crossing and that his road 
tested its crossings with an Audi- 
gage, and emphasized the advan- 
tage of the double flangeway for 
inspection. A. B. Chaney (MP) con- 
curred with Mr. Carpenter and 
said filled-in crossings should be 
dug out every 18 months for inspec- 
tion. His road uses the ultrasonic 
car for head-web inspections. Mr. 
Schultz said they had had no 
trouble with head-web separations 
with the elastic shell-type crossing. 

G. B. McClellan (T&P) stated 
that head-web separations were the 
result of gravel on the rail, while 
F. H. McKenney (CB&Q) said that 
the AAR holds that corrosion 
cracks cause this type of failure 
which grows progressively. He 
recommended coating the crossing 
rails with asphalt to prevent the 
start of these corrosion cracks 
which are particularly bad in cross- 
ings filled in with cinders, and in 
gravel crossings where dust and 
sand are prevalent. He further 


stated that, since using double tim- 
ber flangeways, little trouble had 
been experienced with head-web 
separations in crossing rails. 


OPERATING HIGHWAY 
VEHICLES 


If the present trend of mechaniz- 
ing all branches of the maintenance 
of way service continues, we 
should not be surprised to see the 
officers and supervisors lowering 
their helicopters adjacent to the 
track, bridge, pole line, manhole, 
or catenary, or wherever we may 
be working.” This statement ap- 
peared in a committee report on 
“Rules and Regulations for Safe 
Operation of Highway Motor Ve- 
hicles.”. Chairman of this com- 
mittee was L. A. Villella, safety 
inspector, PRR, Philadelphia. 

The report included the results 
of a survey of accidents in- 
volving highway motor vehicles on 
one railroad during 1953, which 
showed that in all departments 
there were 207 accidents injuring 
14 persons and killing two. The 
survey brought out the nature of 
the accidents and who was respon- 
sible for them. 
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The solution of the problem of 
securing safe operation of highway 
motor vehicles is dependent upon 
preventive measures to eliminate 
avoidable accidents and the result- 
ing suffering and loss of life and 
resources by expending — efforts 
along three general lines: 

(1) The driver, his qualifications, 
general attitude and respect for 
vehicle laws, safety rules, and ve- 
hicle maintenance instructions. 

(2) Type and condition of the 
vehicles, equipped with safety de- 
vices to satisfy state laws, and the 
intended service. 

(3) Suitable checks of actual 
driving operation to insure com- 
pliance with laws, rules and _ in- 
structions, with appropriate reme- 
dial measures, when necessary. 

The committee then offered nu- 
merous suggestions for conducting 
efforts along these lines, and con- 
cluded its report with this state- 
ment: 

“Your committee feels that the 
adoption of the overall policy as 
indicated in this report— 

(1) Suitable safety rules, specifi- 
cations for types of vehicles to be 
furnished, and appropriate main- 
tenance regulations. 
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(2) Proper selection and qual- 
ifying of drivers; 

(3) Furnishing appropriate type 
of vehicle for service which it is 
to perform, and maintaining it in 
a safe condition; 

(4) Suitable check of actual 
driving operations, i.e., enforcing 
vehicle laws and safety rules—will 
prove effective in bringing about a 
safe, efficient and uniform highway 
motor vehicle operation. 

“These policies are appropriate 
whether the vehicle is company- 
owned or rented, or whether oper- 
ated on or off company property.” 


DISCUSSION 


R. W. Putnam (SP) said that he 
was “frightened” by the hazards of 
motor-truck operation as brought 
out in the report. R. G. Simmons 
(CMStP&P) said that the Mil- 
waukee Road had been lucky so far 
with respect to the number of truck 
mishaps. R. L. Fox (Sou) stated that 
the use of trucks on all M/W sec- 
tions had not entirely eliminated 
mishaps. A motor car is carried in 
the truck to provide access to loca- 
tions not served by highways. 

A. H. Whisler (PRR) in reply to 
a question by G. M. O'Rourke (IC), 
said that his road was using nine 
highway-railway type trucks and 
that in the State of Pennsylvania 
they were required to deduct the 
weight of the flanging equipment 
from the pay load which, in the 
case of a 1-ton truck, reduced the 
effective load carrying capacity to 
*% ton. 


RAILROAD CROSSINGS 


A committee reporting on “Main- 
tenance of Railroad Crossings at 
Grade” was forced to the con- 
clusion, after consideration of exist- 
ing methods and practices, “that 
the subject of maintenance of rail- 
road crossings at grade is indeed 
worthy of intensive thought and 
study by those of us directly re- 


sponsible for the safe and econom- 
ical maintenance of such cross- 
ings.” Chairman of this committee 
was V. C. Hanna, chief engineer, 
Terminal Railroad Association of 
St. Louis. The report presented by 
the committee was a consolidation 
of current methods, practices, 
opinions and results, and “not 
necessarily a recommendation. 

In discussing subgrade and drain- 
age problems the committee said 
that the installation of mechanical 
drainage has been found to be 
most helpful, and that about 14 of 
the reporting railroads had used 
concrete slabs under ‘certain 
crossings, most of them with 
satisfactory results. Pressure grout- 
ing has also been used by a large 
number of railroads with uniformly 
successful results. 

The great majority of the roads 
reporting to the committee said 
that, in regard to the size and 
arrangement of ties and timbers, 
they conform to the recommended 
standard of the American Railway 
Engineering Association, although 
a number of variations used by 
several railroads were described. 

The committee said that approx- 
imately 50 per cent of the reporting 
companies are using tie pads be- 
tween the plates and the ties, but 
at this time their use is considered 
as still in the experimental stage. 

The maintenance of joints within 
the crossing itself, as well as in the 
track adjacent to the crossings, is 
of utmost importance, said the 
committee. Insulated joints of good 
design and high quality should be 
specified and there is general use, 
almost without exception, of a 
canted abrasion plate on each tie 
under these joints. 

The committee then discussed 
the problems encountered in main- 
taining proper alinement and gage 
through crossings, and pointed out 
that frequent and detailed inspec- 
tion of crossings is considered of 
utmost importance by all who are 
concerned with crossing main- 
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tenance. In general, the section 
foreman inspects crossings on his 
section almost daily, while less fre- 
quent inspections are made by the 
division engineer or comparable 
officer. 

The committee expressed the 
opinion that a high standard of 
maintenance of railroad crossings 
at grade is most important and 
highly desirable. “If each and every 
one of us, who is concerned with or 
has responsible jurisdiction over 
such maintenance, would consider 
each and every crossing as a per- 
sonal challenge to our knowledge 
and ability, and then, by the exer- 
cise of our own ingenuity and reli- 
ance upon the experience of our 
contemporaries, improve the eco- 
nomical maintenance of this vital 
segment of the track structure, we 
will have rendered an outstanding 
service to our railroad, to the safety 
of its employees, and the comfort 
of the public it serves. 


DISCUSSION 


W. H. Ferryman (GN) suggested 
that the reported 2-in height of 
dressed ballast above the bottom of 
tie might result in the creation of a 
water pocket. W. M. S. Dunn 
(NYC&StL) stated that his road 
dressed ballast from 1 in to 1 in 
above the bottom of the tie in the 
diamond and thought that this im- 
proved drainage. G. D. Mayor 
(C&O) agreed and said that, when 
the ballast is held low, it had been 
found easier on his road to clean 
up deposits of slack coal that had 
had accumulated in the crossing 
and impeded drainage. 

R. W. Putnam (SP) stated it was 
his experience that i-in wide gage 
at crossings caused the rail to pull 
and resulted in rough riding. Chair- 
man Hanna said that only one road 
had reported using K-in wide gage 
in crossings. J. P. Kleinkort (Ram- 
apo Ajax), said that, while his com- 
pany had not to his knowledge 
built any crossings to a wide-gage 
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specification, such wide gage might 
permit the tightening of bolts to 
“pull in” the crossing as wear de- 
veloped. F. N. Beighley (StL-SF) 
asked if wider gage would not re- 
quire an increased width of flange- 
way. President Kellogg suggested 
that the flow of metal in the points 
of manganese frogs would tend to 
tighten gage under traffic. T. D. 
Hutcheson (Seaboard) stated that 
his road provided % in increased 
width of flangeways to compensate 
for wear in the upper parts of the 
filler blocks and that gage across 
the guard rails was standard. 

J. E. Griffith (Sou) asked about 
the use of piles for the stabilization 
of roadbed under railroad cross- 
ings and suggested using concrete 
slabs supported by piles as a sup- 
port for these crossings. 


HANDLING BALLAST 


One of the committee reports, 
dealing with the subject “Methods 
of Handling Ballast,” represented 
an attempt “to reflect a compre- 
hensive cross-sectional picture of 
methods and practices most ac- 
ceptable.” Chairman of this com- 
mittee was J. E. Eisemann, district 
engineer, Gulf, Colorado & Santa 
Fe, Galveston, Tex. 

While ballast cars are generally 
not assigned exclusively to the 
ballast trade, it would be highly 
beneficial if they were, said the 
committee. Use of the selective- 
type of car, which separately un- 
loads each half of the car to either 
side of the track, or in the center, 
was recommended. 

The economical maximum haul- 
ing distance for ballast was stated 
to be between 200 and 300 miles, 
providing no movement through a 
terminal is involved, while an ideal 
distance is 100 miles or less. When 
the supply source is within reason- 
able distance, very effective use 
has been made of dump trucks for 
ballast required at specific loca- 
tions, or for purpose of secondary 


transport from regular ballast cars. 

When it is necessary to handle 
ballast in freezing weather, and if 
the material is frozen in the cars, 
the most satisfactory manner of 
thawing would be through placing 
cars in heated buildings, according 
to the committee. 

When using a work train, most 
efficient handling can be gained by 
placing no greater number of cars 
in the train than can easily be 
handled on any grade. 

The need for safety in handling 
work trains was emphasized. Work 
trains are most economical when 
work is heavy, but where the ac- 
cepted practice is not to use a 
work train for maintenance re- 
newal, revenue trains suffice. 

The various means that are used 
for distributing ballast while un- 
loading were listed by the com- 
mittee. Ballast needs at special 
locations, it said, are usually satis- 
fied through ballast-door control. 
In some instances the practice is 
to unload adequate quantities at a 
central location, handling the ma- 
terial a second time to final loca- 
tions. Insurance of equal distribu- 
tion can best be obtained through 
use of an adequate force. 

“In conclusion, your committee 
wishes to emphasize the point that 
the efficient distribution of ballast 
depends for the most part on the 
foreman in charge of the unloading 
work train. If he permits too much 
or too little material to be un- 
loaded, the cost of handling ballast 
is appreciably. increased because 
of the need for later redistribution. 
Also, the progress of the following 
raising and tamping units is ad- 
versely affected. In general, the 
exercising of good judgment by 
the unloading foreman and_ his 
ability to obtain the full coopera- 
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tion of his men and the train crew 
make the difference in obtaining a 
good or bad job of ballast dis- 
tribution.” 


DISCUSSION 


Discussion of this report devel- 
oped from a question raised by C. 
E. Neal (SP) in connection with 
the use of jacks as a device for con- 
trolling the flow of ballast when un- 
loading from commercial hopper- 
type cars. Chairman Eisemann said 
that this method of unloading was 
practiced on two or three roads and 
called on S. H. Shepley (EJ&E), 
who described his road’s method of 
adapting two trench jacks to control 
the opening of the hopper doors. 
Other methods of unloading with 
the use of pans attached to the car 
were described by another mem- 
ber. 

Chairman Eisemann, at the re- 
quest of T. M. Von Sprecken (Sou), 
explained the use of safety belts as 
a means of preventing the injury of 
men who were working inside of 
cars with open hopper doors. 

W. M. S. Dunn (NYC&StL) 
asked for clarification of the part 
of the report dealing with the pass- 
ing of signals to the engineer in 
connection with the movement of 
the train during the unloading 
process. 

Another member stated that it 
was really the responsibility of the 
M/W forces to inspect ballast cars 
before loading to insure their tight- 
ness because this equipment was 
used in non-revenue service and the 
car department frequently slighted 
these inspections. 

Objection to the statement with 
reference to the setting of ballast 
stakes to the base of rail was raised 
by G. B. McClellan (T&P). Chair- 
man Ejisemann_ explained _ that 
stakes so set could be made just as 
effective with the use of a block 
or other extension applied to the 
level board to compensate for the 
height of the rail. 
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New Standing Committees 


Make Their Initial Reports 


Something new has been added 
to the activities of the Roadmas- 
ters’ Association, namely, three 
standing committees which will 
continue in existence from year to 
year, and which will present re- 
ports annually. These committees 
are designated as follows: Cominit- 
tee No. 1 (Machinery for Mainte- 
nance of Way Work); Committee 
No. 2 (Track); and Committee No. 
3 (Roadway). Chairman of the 
committees are: Committee No. 1— 
A. H. Whisler, assistant engineer, 
Pennsylvania, Philadelphia; Com- 
mittee No. 2—D. C. Hastings, di- 
vision engineer, Richmond, Fred- 
ericksburg & Potomac, Richmond, 
Va.; and Committee No. 3—R. H. 
Carpenter, engineer of design, Mis- 
souri Pacific, St. Louis. 

During the convention each of 
the chairmen of the standing com- 
mittees made a brief report on the 
work to date of his particular 
group. These reports are abstracted 
briefly as follows: 

Committee No. 1 (Machinery for 
Maintenance of Way Work)—This 
committee, said Mr. Whisler, has 
been divided into five district com- 
mittees, each of which is to cover 
one of five portions of the United 
States. Among the points made in 
this report were the fact that “there 
is no uniformity in procedures be- 
ing followed by various railroads in 
their consideration of machinery 
for maintenance-of-way work; and 
that the railroads, “to secure the 
maximum benefits and economies 
from machinery used in the main- 
tenance of our American railroads, 
must analyze the subject and com- 
pile information in accordance 
with the attached outline.” 

Committee No. 2 (Track)—Mr. 
Hastings, reporting for this com- 
mittee, said that the committee had 
reviewed the proceedings of the 


Roadmasters Association for the 
last 11 years and had compiled a 
bibliography of subjects pertaining 
to the committee’s work. In addi- 
tion to this bibliography, the report 
of the committee contained a list 
of the various subjects that the 
committee feels come within its 
scope, as follows: Spring and split 
switches, frogs, crossing frogs, pro- 
tection from brine drippings, hold- 
down devices, maintenance of 
joints, curve maintenance, surfac- 
ing track, installation and care of 
rail, gaging, continuous-welded 
rail, rail anchors, and track ‘tools. 
Under each of these subjects was 
presented a bibliography of mate- 
rial on the topic found in the Road- 
masters Proceedings and in publi- 
cations of the AREA. 

The committee plans during en- 
suing years to review each of these 
subjects and to present in its re- 
ports any new rll sesccdl practices 
or methods that have been tried 
and proven. 

Committee No. 3 (Roadway)— 
The report of this committee, said 
Mr. Carpenter, is designed to bring 
the association up to date on all 
assigned subjects, which are: Road- 
way drainage, roadway stabiliza- 
tion, chemical control of vegeta- 
tion, highway crossings, roadway 
signs, ballast types and uses, and 
ties—maintenance, inspection and 
renewals. A brief report was pre- 
sented under each of these sub- 
jects. In his remarks Mr. Carpenter 
made special reference to a method 
being used to clean compacted dust 
from the tracks following dust 
storms last spring in the western 
part of the country. In this method 
the material was first scarified by 
a homemade machine, after which 
the loose material was re iwoved 
with a mechanized track broom 
with a belt conveyor attachment for 
disposing of the material well out- 
side the ballast toe. 
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What the B&B Men Did 


Eight comprehensive committee reports were pre- 
sented and discussed. President Mayfield urges mem- 
bers to take part in association work and to help 
“‘sell” the railroads to the public. 





President Mayfield directed the meeting 


@ Are you interested in knowing 
what's new in tunnel maintenance? 
Or are you in need of information 
on the use of metal fasteners in 
wood construction? Or perhaps 
you need to bring yourself up to 
date on trends in the moderniza- 
tion of freight stations. 

If so, you are much the wiser if 
you attended the Bridge & Build- 
ing convention. Not only would 
you have heard comprehensive re- 
ports on these subjects, but also on 
five other subjects of current 
interest today. 

These reports of subjects com- 
mittees constituted the major item 
on the program of the- B&B ses- 
sions, which were directed by Lee 
Mayfield, president of the asso- 
ciation, and resident engineer, 
Missouri Pacific Lines, Houston, 
Texas. 


So much time was taken up by 
the presentation and discussion of 
the committee reports, that only a 
brief period at the opening session 
was devoted to other matters. 
These included the opening re- 
marks of President Mayfield. 

In his address Mr. Mayfield said, 
“we should, at every opportunity, 
sell our railroads to our friends, 
acquaintances, and the public in 
general. You may say that we are 
supervisors and not traffic men, but 
every railroad man must be an 
active traffic man. Certainly, we 
know of someone who, at times, 
has a shipment of freight to make, 
or who is planning a trip; so why 
not prevail upon them to use rail 
facilities? 

“Let us constantly inform them 
of the unfair competition to which 
the railroads are subjected; how 
they are hampered by bureaucratic 
speculation; and how their and our 
taxes are used to subsidize pam- 
pered competitors. This is a fight 
in which all of us must join in 
order that our railroads can main- 
tain their rightful places in the 
transportation industry.” 

Abstracts of the committee re- 
ports, along with brief versions of 
the discussions, that followed their 
presentation are given on following 
pages. 

Eight reports were presented at 
the meeting on: restoring flood 
damage; metal fasteners for wood 


construction; water facilities for 
diesels; tunnel maintenance; clean- 
ing and painting of buildings; fire- 
proofing bridges; modernizing 
freight stations; and, inspection, 
repair and replacement of culverts. 


Election of Officers 


In the election of officers, H. M. 
Harlow, assistant general super- 
visor, bridges and buildings, Chesa- 
peake & Ohio, Richmond, Va., was 
advanced from first vice-president 
to president; J. A. Jorlett, assistant 
engineer bridges and_ buildings, 
Pennsylvania, New York, was pro- 
moted from second vice-president 
to first vice-president; R. R. Gun- 
derson, bridge and structural en- 
gineer, Western Maryland, was 
moved up from third vice-president 
to second vice-president; W. H. 
Huffman, assistant engineer main- 
tenance, Chicago & North Western, 
Chicago, was promoted from fourth 
vice-president to third vice-presi- 
dent; and M. H. Dick, editor, Rail- 
way Track and Structures, Chicago, 
was elected fourth vice-president. 
Directors elected were J. F. War- 
renfells (re-elected) assistant divi- 
sion engineer. Seaboard Air Line, 
Raleigh, N. C.; H. D. Curie, master 
carpenter, Baltimore & Ohio, Gar- 
rett, Ind.; and J. M. Lowry, chief 
engineer, St. Louis Southwestern. 
Tyler, Tex. L. C. Winkelhaus, as- 
sistant structural engineer, C&NW, 
Chicago, was re-elected treasurer. 


Elected at the convention, the new officers of the Bridge & Building Association are: 
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J. A. Jorlett 
Ist Vice-president 


R. R. Gunderson 
2nd Vice-president 


W. H. Huffman 
3rd Vice-president 


M. H. Dick 
4th Vice-president 
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Highlights of 
Committee Reports, 


@ The committee reports pre- 
sented during the Bridge and 
Building sessions are abstracted in 
the following. Summaries of the 
discussions from the floor are also 
included. 


WATER AND DIESELIZATION 


To show how railroads are deal- 
ing with the problem of providing 
diesel servicing facilities without 
retiring those for steam was the 
objective of a report on “Adapta- 
tion of Water Service Facilities to 
Dieselization,” of which R. H. 
Bush, water service supervisor, 
Texas & New Orleans, Ennis, Tex., 
was chairman. This committee first 
discussed the relative water re- 
quirements for diesel and steam 
locomatives. While the committee 
stated that it was not within the 
scope of the report to recommend 
a particular treatment for various 
water conditions found throughout 
the country, it is becoming increas- 





R. H. Bush 


Chairman—Committee on Adaptation of Water 
Service Facilities to Dieselization 


RAILWAY TRACK and STRUCTURES 


Discussions 


ingly evident that not enough 
attention has been paid to this 
problem. 

Considerable attention was given 
to the matter of water delivery for 
diesel locomotives. All too often, 
said the committee, plans are made 
hastily, pipe lines are reduced in 
size and then extended in length, 
restricted valves and fittings are 
installed, and servicing hoses are 
either too small in diameter, too 
great in length, or of improper 
type. The committee urged that 
proper consideration be given the 
matter of friction losses when in- 
stalling water-servicing facilities 
for diesel locomotives. In this con- 
nection, it stated the service valve 
can be the greatest offender, point- 
ing out that spring-loaded types 
are to be avoided for this reason. 

In a discussion of treatment for 
steam generator water the com- 
mittee said that deionized water 
with finishing treatment is con- 
sidered the ideal water for this 
purpose. However, because of 
economic considerations it is not 
always the most practical treat- 
ment. It was stated that zeolite will 
not consistently produce a trouble- 
free water in all instances, but that 
zeolite treatment has been found to 
be superior to soda-ash treatment 
for diesel service, and some roads 
having soda-ash plants are replac- 
ing them with zeolite plants. 

The committee classified cooling 
water treatment as follows: 

(1) Chromate, (2) non-chromate, 
and (3) organic, and discussed 
each of these types of treatment. It 
offered the following conclusions: 

“Until steam locomotive water 
softeners have disappeared from 
service, it will be the responsibility 
of supervisors to make the best pos- 
sible use of materials and equip- 


ment available in adapting them to 
diesel service. Water treatment for 
diesel service is under continuous 
study and results of these studies 
are made available from time to 
time. Supervisors should always be 
open minded and receptive to any 
improvements that may be sug- 
gested. 

“Since it is necessary to provide 
water facilities for both diesel and 
steam locomotives until the latter 
have been retired from service, 
some installations for serving 
diesels will be more or less on a 
temporary basis, and, too, it is 
not definitely known, in some in- 
stances, where diesel facilities will 
finally be located. So, for these 
reasons, water service facilities for 
diesels may have to be installed at 
the most convenient locations for 
the time being. 


DISCUSSION 


E. R. Schlaf (IC), who sponsored 
this committee and presided dur- 
ing the discussion period, stated 
he believed that one of the most 
difficult problems for the water 
service men was that of reducing 
the friction loss in water-delivery 
lines to diesel power units. Friction 
can be substantially reduced at 
many locations, he added, by tak- 
ing advantage of the larger water 
mains that were previously in- 
stalled for steam service. In some 
instances, these old _ installations 
may be overlooked. 


CLEANING AND PAINTING 


“The best paint for any appli- 
cation is usually the one which 
will give optimum service for the 
longest period of time. Eventual 
failure is inevitable, but rapid de- 
terioration is undesirable and can 
be prevented by careful observ- 
ance of sound painting practice.” 

These statements appeared at 
the beginning of a report on 
“Cleaning and Painting of Railway 
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Buildings,” prepared by a commit- 
tee which was headed as chairman 
by W. L. Short, bridge inspector, 
Missouri Pacific, St. Louis, Mo. 

Pointing out that no “magic 
paint” exists that eliminates neces- 
sity for clean surfaces when apply- 
ing the coating, the committee 
discussed the various cleaning 
methods and their particular fields 
of use. The methods discussed 
here included solvent, alkaline, 
steam, and acid cleaning, paint and 
varnish removers, hand cleaning, 
power cleaning tools, blast clean- 
ing and paint burning. 

Paints should be selected on the 
basis of their compatability with 
the surface to be protected and 
their resistance to the particular 
environment. The committee point- 
ed out that paints consist of pig- 
ment and vehicle and described 
the character and function of each 
of these ingredients. It then told 
how various types of surfaces are 
prepared for painting, including ex- 
terior wood surfaces, interior wood 
surfaces, ferrous and rion-ferrous 
metal surfaces, concrete, masonry 
and plaster surfaces. 

Quality paint supplied by the 
manufacturer for a specific use 
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Chairman-—Committee on Cleaning and 
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is usually ready for application by 
brush or by spray as specified; it 
should be used without any unin- 
telligent modification, said the 
committee. It is very important that 
most paints be applied to dry sur- 
faces and that the film does not 
freeze or be exposed to rain or 
frost before drying. 


DISCUSSION 
J. F. Warrenfells (SAL), who 


sponsored this committee, presided 
during the discussion period. 

W. F. Huffman (C&NW) won- 
dered if the report were not too 
technical to be generally under- 
stood by those present, and Chair- 
man Short replied that a report on 
this subject must necessarily treat 
the technical aspects. 

In answer to a question about 
where a good paint for use on steel 
structures in brine territory could 
be procured, Chairman Short said 
that the research staff of the AREA 
had made many tests on various 
coatings and would be able to rec- 
ommend a satisfactory one. R. C. 
Baker (C&EI) told of the work be- 
ing done by the Steel Structures 
Painting Council. 





R. C. Baker 


Chairman—Committee on Trends in 
Modernization of Freight Stations 


Chairman Short concluded that 
he was of the opinion that much 
could be done to improve painting 
practices on the railroads, and that 
what is generally known as the 
“safety factor” in design is now 
being termed “ignorance factor.” 


MODERNIZING FREIGHT 
STATIONS 


In the modernization of freight- 
houses there are a number of 
trends that seem to be general 
throughout the country, and these 
were covered in detail in a report 
on “Trends in Modernization of 
Freight Stations.” This report was 
prepared by a committee which 
was headed as chairman by R. C. 
Baker, engineer of structures, Chi- 
cago & Eastern Illinois, Danville, 
Ill. 

The matter of changes in the ex- 
teriors of freight stations was dis- 
posed of rather briefly by the com- 
mittee, which mentioned various 
means of repairing or improving 
the exterior appearance. Door 
openings may be changed to ac- 
commodate present-day trucks and 
trailers, and the need for replacing 
old-style sliding or hinged type 
doors with modern overhead doors 
was mentioned. 

With reference to freight-station 
interiors, the committee noted that 
wearing surfaces must be designed 
to carry present-day wheel loads 
of mechanical equipment now in 
use, that continuous overhead or 
underfloor towing systems are 
available for use in restricted loca- 
tions or where the volume of busi- 
ness is large, that a service shop, 
adequately equipped, should be 
provided for repair and mainten- 
ance of mechanical equipment, 
that welfare facilities should be 
placed at suitable locations for 
employees, and that adaquate 
lighting and communication facili- 
ties should be provided. - 

Several instances of the use of 
tilt-up construction in freighthouses 
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were described by the committee. 
Brief descriptions were also in- 
cluded of several large-scale 
freighthouses constructed in recent 
years, including one on the Santa 
Fe at Chicago, one on the Missouri 
Pacific at St. Louis, and one on 
the Burlington at Chicago. 


DISCUSSION 


Chairman Baker presided during 
the discussion period. 

W. B. Warfield (PRR) com- 
mented on the use of steel trusses 
for freight stations and recalled an 
instance where the lading within 
the house got on fire and over- 
heated the steel trusses which col- 
lapsed, bringing down the walls 
with them and creating a worse 
condition for extinguishing the fire. 
Chairman Baker was of the opinion 
that, when the fire was that intense, 
the walls and trusses of timber 
construction would create a similar 
condition. 

T. E. Jackson (SP) said that when 
old stations are being modernized, 
he has replaced the wood platforms 
with precast concrete slabs, sup- 
ported by rails spanning concrete 
pedestals. 

J. S. Hancock (DT&I) said that 
an overhead door, 22 ft wide, 
sounded like a fine thing but, when 
opened during winter for taking in 
lading, the cold air rushed in and 
rapidly cooled the interior. He 
thought that sliding doors were 
preferable. Chairman Baker stated 
that his road does not heat freight- 
house interiors and the doors are 
opened in the morning and stay 
open until the house is closed at 
night. Also, he said, sliding doors 
must have a housing of some kind 
to prevent lading from jamming 
them. 

When W. H. Bunge (MP) in- 
quired about the economy of using 
tilt-up wall construction, W. C. 
Oest (FW&D) said that it effected 
a saving of about 12 per cent over 
conventional construction. 
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RESTORING FLOOD DAMAGE 


The necessity for compiling com- 
plete and accurate records on 
previous floods and the damage 
caused by them constituted a point 
made by a committee reporting on 
“Organization for Restoration of 
Flood Damage,” of which E. L. 
Collette, division engineer, Frisco, 
Ft. Smith, Ark., was chairman. 
“Some of the data to be recorded,” 
said the committee, “include dates 
of flood; intensity, duration, and 
amounts of rainfall; high water 
crests; velocity of flows; quantity 
passing through drainage — struc- 
tures; character of runofts from the 
watersheds traversed by the road; 
soil erosion; likelihood of floating 
debris to be cleared at structure 
openings or to be carried by cur- 
rents.” 

The committee also emphasized 
the need for keeping proper rec- 
ords of railroad labor forces as 
assurance that they will be mobil- 
ized quickly. Records of the forces 
available through outside organi- 
zations, such as other railroads, 
highway or municipal construction 
or maintenance forces, contractors, 
labor procurement agencies, etc., 
should also be kept. 

Power tools and equipment play 
an important part in dealing with 
emergencies, according to the com- 
mittee. “When planning for emer- 
gencies,” it said, “railroads recog- 
nize they will be forced to buy 
tools and equipment they might 
not have been able to justify for 
normal working operations.” In- 
formation regarding sources of 
supply of such equipment and the 
transportation of the items should 
be included in the plan of pro- 
cedure. Large pieces of equipment, 
both off and on track, which are 
in use on nearby railroads should 
be included in the records. 

The stockpiling of materials 
needed for restoration purposes 
“requires intelligent planning, con- 
stant watchfulness, and __ skillful 


supervision if losses are to be 
minimized.” Railroads which do 
not use much trestle material will 
find supplies at treating plants at 
new and used timber dealers, and 
at some heavy construction com- 
panies. When materials are stored, 
adequate and proper fasteners must 
also be foes ome re they will be 
readily available. 

Provisions for feeding and hous- 
ing labor must be included in any 
plan for dealing with emergencies, 
said the committee. The need for 
housing may range from temporary 
shelters for weather protection to 
the use on a large scale of camp 
cars and related facilities. When 
housing large numbers of men in 
cars or other units is necessary, 
personnel familiar with the opera- 
tion of a labor camps or large camp 
train forces, should be placed in 
charge of a unit. Charts should be 
posted in all camp train units list- 
ing the equipment required ac- 
cording to the number of men to 
be bedded and fed. 

The supervisory personnel as- 
signed to the emergency task force 
should be reviewed frequently. 
Physical capabilities of men change 
rapidly, according to the com- 
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mittee, and their compatibility for 
high pressure work might affect the 
progress of the work and the health 
of the man himself. “The success of 
any restoration plan will be assured 
if competent, vigorous and sharp 
organizing maintenance and con- 
struction men, thoroughly familiar 
with the plan, are put on the 
team.” 

Summing up its report, the com- 
mittee said that, in his participation 
in the restoration of railroad facili- 
ties after flood damage, the bridge 
and building man should: 

(1) Have a plan for restoration 
of flood damage and follow it, con- 
sistent with good practice and the 
requirements of the restoration. 

(2) Have competent and able 
supervision to carry out orders. 

(3) Cooperate with all depart- 
ments in the prosecution of the 
work. 

(4) Use all reasonable means to 
keep the personnel on the job con- 
tented and interested jin the pro- 
gress of the work to the end that 
it will be done efficiently. 

(5) Have a reasonable knowl- 
edge of the cost of the restoration 
when the work is started and keep 
a current record of the cost as the 
work is being done. 


DISCUSSION 


J. A. Jorlett (PRR), who spon- 
sored this committee, presided dur- 
ing the discussion period. 

W. B. Warfield (PRR) remarked 
that, for keeping the cost ot a 
disaster to a minimum, the number 
of hours that the men are worked 
continually should be watched 
closely to avoid high overtime 
charges. This applies also to men 
called from other divisions. He also 
pointed out that the matter of feed- 
ing the men at proper times is im- 
portant in keeping them contented. 

H. O. Adkins (D&RGW) stated 
that he depended a great deal on 
being able to procure the necessary 
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work equipment from nearby local 
contractors on a rental basis, which 
cost just about the same as when 
using railroad equipment. 

President Mayfield said that ade- 
quate rest periods for the men 
pew be provided. Also, he said, 
from knowledge gained from rail- 
road profiles, he could determine 
just where the water would first re- 
cede and plan his work accord- 
ingly. 


FIREPROOFING BRIDGES 


“The history of our carriers re- 
veals that destructive fires to tim- 
ber structures have annually taken 
a heavy toll both in the expense of 
reconstruction as well as in loss 
of revenue due to traffic interrup- 
tions.” So stated the Committee on 
“Fireproofing of Timber Bridges,” 
which was headed as chairman by 
C. E. Elliott, division engineer, 
Western Pacific, Sacremento, Calif. 

In order to reduce or eliminate 
fire damage with resulting hazard 
of operation, many railroads have 
undertaken studies and tests to de- 
velop methods of fireproofiing tim- 
ber structures. The problem of fire- 
proofiing timber structures involves 
the seeking of a composition hav- 
ing sufficient insulating power to 
maintain timber temperatures be- 
low ignition point of both the tim- 
ber and the preservative material. 

Bituminous-based coatings com- 
prise the greater portion of fire- 
retardant materials that have sat- 
isfactorily passed the tests and 
have been placed in practical use 
by many railroads, according to the 
committee. The addition of gravel 
screenings applied to the protective 
coating of deck timbers adds to the 
effectiveness of the retardants, but 
the use of such gravel coatings on 
vertical timbers and piling is not 
recommended because the _ in- 
creased weight causes the fire-re- 
tardant material to flow more 
rapidly under intense heat. Practi- 


cal tests have demonstrated that 
bituminous coatings require the 
application of a layer of glass 
fabric to affect proper bonding on 
vertical surfaces, said the commit- 
tee. 

A considerable portion of the 
committee’s report was devoted to 
a discussion of the types of weeds 
and grasses that grow under and 
around bridges, and the means 
available for controlling them. Dur- 
ing the last 10 years, said the com- 
mittee, chemicals have come into 
the picture and they are being used 
by railroads in increasing quanti- 
ties for the elimination of grass, 
weeds and brush under and around 
bridges. 

The committee then got back 
to a discussion of the use of fire- 
retardant materials, stating that by 
far the greater portion of protec- 
tive work undertaken so far by 
the various carriers involves the 
application of fire-retardants to 
timber ties on steel structures and 
to the deck timbers of open-deck 
structures. The retardant materi- 
als selected for use should have 
sufficient durability to be effective 
under all conditions of weather and 
service for a period of from seven 
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to ten years, said the committee. 
It went on to say that results of 
applications of fire-retardant coat- 
ings to timber decked bridges have 
been highly gratifying to bridge 
maintenance supervisors. 

It pointed out, however, that ex- 
periments now being made to de- 
velop the application of fire-retard- 
ant materials to timbers in conjunc- 
tion with the preservative treat- 
ment may eventually prove suc- 
cessful to an extent that a consider- 
able portion of field application of 
the retardant will be eliminated. 


DISCUSSION 


R. R. Gunderson (WM), who 
sponsored this committee, presided 
during the discussion period. 

E. J. Ruble (AAR) stated that 
there is no known fire-retardant 
coating which will protect the un- 
dersides of timber structures. Glass 
fabric will afford this protection, he 
said, but it is expensive. 

A member questioned the econ- 
omy of fireproofing timber bridges 
as he didn’t think that the cost of 
replacing the few bridges that did 
bur. out would justify the cost of 
fireproofing them. Mr. Ruble said 
that these costs will be brought 
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down; he added, however, that a 
southern railroad which had 2800 
ft of trestle burn out over Lake 
Pontchartrain would have been 
very happy to have previously spent 
the money to make it fireproof. 

T. M. Von Sprecken (Sou) said 
he is considering the installation of 
fire-warning signals for trestles at 
isolated points and asked for infor- 
mation in this regard. E. H. Haase 
(SP) said that several hundred 
bridges on his road have this pro- 
tection, which consists of fusible 
links connected to the signal sys- 
tem. In the event of a fire, the fuses 
melt and cause the signals to dis- 
play the “stop” indication. 

Referring to the fire tests made 
on the Santa Fe on coatings ap- 
plied to timber structures, a mem- 
ber wondered why tests were not 
conducted with fire-retardant treat- 
ments. Mr. Ruble said that, while 
fire-retardants are used for timber 
treatment, the tests were made with 
coatings to find something that 
would protect the many structures 
already in service. 

C. G. Green (B&O) asked about 
the effectiveness of maintaining 
water barrels at timber structures, 
and H. A. Matthews (SL-SF) re- 
plied that he believed them to be 
useless because hunters shoot them 


full of holes. 


TUNNEL MAINTENANCE 


Comprehensive information on 
tunnel maintenance was given in a 
report on that subject made by a 
committee of which Shirley White 
was chairman. Mr. White is general 
bridge and building supervisor of 
the Southern Pacific at San Fran- 
cisco, Calif. 

The committee first discussed the 
methods and equipment used in 
scaling unlined tunnels driven in 
rock. Next, it took up the subject 
of timber-lined tunnels, discussing 
the size of timbers used for this 
purpose, the service life of timber 


linings, methods of reinforcing the 
lining when failure occurs, and the 
procedure to be followed when re- 
newing timber sets. 

A method for prolonging the life 
of tunnel timbers by replacing 
timber footings with continuous 
concrete footings was described, 
and fire protection in timber-lined 
tunnels was discussed. 

Several examples of the installa- 
tions of steel linings in tunnels 
were described; other examples 
told how concrete was used for re- 
habilitating tunnel linings; and still 
others described how concrete- 
lined tunnels were repaired by 
grouting. 

Methods of relining tunnels were 
described, including the replacing 
of a concrete lining, and the plac- 
ing of concrete ribs between tim- 
ber sets. Also described were sev- 
eral methods used for placing con- 
crete in tunnel forms. 

The committee submitted the 
following recommendations: 

(1) As new work is done or ma- 
jor repairs are made on tunnels, 
they be enlarged to a standard 
clearance. 

(2) As a means of prolonging 
the life of* existing timber-lined 
tunnels, the wood footings under 
timber sets be replaced with con- 
tinuous concrete footings before 
failure of wood footings results in 
distortion of timbers and conse- 
quent failure or breakage. 

(3) As major repairs become 
necessary and a_ study has first 
been made to show that opening up 
or daylighting is not feasible under 
existing conditions, consideration 
should be given to lining timber- 
lined tunnels and unlined tunnels 
with concrete, steel or other per- 
manent lining. In view of the 
greatly increased labor and mater- 
ial costs of maintaining and repair- 
ing timber-lined tunnels, this would 
be one of the most progressive 
measures that could be taken to 
prolong the life of tunnels. The 
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additional cost of installation of any 
of the permanent materials is offset 
by the reduction in maintenance 
cost over a period of time and 
elimination of the ever-present fire 
hazard in timber-lined tunnels. 
(4) Due consideration should be 
given to preventing seepage of 
moisture through concrete and 
brick-lined tunnels by grouting 
cracks and_ providing openings 
through which drainage can flow 
without saturating local areas of 
the lining which contribute to icing 
conditions and deterioration. 


DISCUSSION 


G. Switzer (WP), who sponsored 
this committee, presided during the 
discussion period. 

T. E. Jackson (SP) said that a 
record was kept of the cost of lin- 
ing a tunnel by the shotcrete 
method where traffic was diverted 
for three honrs each day to one 
track. The work was slow in the 
beginning and the cost was $50 a 
tunnel-foot because the lining was 
made out of face and it required 
time for the concrete to dry and 
set. When they changed _ their 
method by first building — ribs 
throughout the length of the tunnel 
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and then going back and filling in 
between the ribs, the cost went 
down to $9 a tunnel foot. 

J. W. N. Mays (PRR) stated that 
it is a mistake to line a tunnel hav- 
ing seepage without first getting 
rid of the water at its source as it 
only results in a poor job. H. O. 
Adkins (D&RGW) stated that he 
does not try to seal seepage cracks 
as he found the water only finds 
another entry into the tunnel. He 
inserts a rubber downspout where 
seepage occurs, which carries the 
water to the side drains. 

Mr. Switzer inquired about the 
use of anchor bolts in tunnels and 
W. B. Warfield (PRR) said that 
they are useful where rock seams 
prevail and obviate the need to 
knock the rock down to prevent a 
later rock fall. 


METAL FASTENERS 


“We now have machine produc- 
tion of many types of metal 
fasteners available at reasonable 
costs, and their use tends to supple- 
ment the restricted supply of struc- 
tural timbers.” This statement 
appeared in the report of the 
committee reporting on “Metal 
Fasteners in Wood Construction,” 
which was headed as chairman by 
G. W. Benson, superintendent of 
bridges, Central of Georgia, 
Macon, Ga. 

The committee said that there 
are two noticeable trends in the 
use of hardware: (1) Galvanized 
fastenings are gaining in prefer- 
ence over black iron; and (2) there 
is a preference for single-piece 
fasteners such as drive spikes and 
lag screws with head and washer 
forged of one piece. Each type of 
connector has certain advantages 
for its particular use, both in con- 
venience and cost. 

In discussing the use of devices 
for fastening bridge ties to steel 
stringers or girders, the committee 
said that one road uses a special 
lug with machine bolts and washer 





nuts, and that spring clips have 
been used with one end of the clip 
resting on the bottom of the flange 
and the other on a tie. The most 
widely used device in this con- 
nection, according to the com- 
mittee, is one having a hook on the 
bottom end designed to develop 
full strength of the bolt without 
bending, with four fins to prevent 
the bolt turning when forced into 
the tie and with washer nut with 
nail hole providing a simple means 
for preventing the nut from 
loosening. 

The committee said that instal- 
lations of clamping plates between 
the ties and guard rail have been 
reported. It explained that clamp- 
ing plates are steel fasteners which 
are seated between ties and guard 
timbers. 

It also stated that the use of 
timber connectors is increasing, 
both in construction and main- 
tenance of trestles. Many instal- 
lations of single-curve spike grids 
between braces and piles, and 
clamping plates between braces 
and caps, or square posts and caps, 
are reported. Flat grids can be 
used in place of clamping plates. 

In trestle construction the most 
interesting development, said the 
committee, has been the use of the 
stay rod for fastening the deck to 
the cap. A recent development has 
been the use of lags on each side 
of the cap instead of a through 
bolt. These are used in both butt- 
joint and lap-chord construction 
and eliminate a_ vertical hole 
through the stringers. 

Timber connectors provide a 
much-needed accessory for large 
clear-span timber trusses used in 
warehouses, shops, freighthouses, 
car-repair sheds, transfer platforms 
and other structures. Probably the 
most widely used of all timber con- 
nectors are split rings which are 
placed in pre-cut grooves in the 
adjacent faces of adjoining struc- 
tural members. Toothed rings are 








‘used in the same way as split rings 
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except that they are forced into 
the taces of adjacent members and 
hence are not suitable for pre- 
fabrication. 

Shear plates are placed in pre- 
cut grooves as are split rings but 
they are completely imbedded in 
one member so that they are flush 
with the face of the timber. Fram- 
ing anchors which eliminate the 
uncertainty of toe nailing have re- 
cently been introduced. 


DISCUSSION 


W. H. Bunge (MP), who spon- 
sored this committee and presided 
during the discussion period, com- 
mented on his surprise at the small 
percentage of coated hardware that 
the report showed as being used 
by railroads in brine-drippings ter- 
ritory. A. R. Harris (C&NW) said 
that he tried an experiment by 
using galvanized hardware on one 
side of a bridge deck and uncoated 
on the other. After 13 years of serv- 
ice, he said, the galvanized hard- 
ware was still in good condition 
and the uncoated had rusted away. 

C. Elliott (CofNJ) stated that at 
places where he had noticed com- 
mon nails working out of planks 
from traffic vibrations, he had sub- 
stituted drive spikes. Mr. Harris 
said that, where lag screws 
loosened under traffic, he used 
drive spikes instead. 


REPAIR OF CULVERTS 


Practices followed in the inspec- 
tion, repair and replacement of 
culverts were reported by a com- 
mittee which was headed as chair- 
man by M. D. Carothers, assistant 
chief engineer, Gulf, Mobile & 
Ohio, Bloomington, Il. 

Regarding the matter of in- 
spection, the committee said that 
it is the general practice to have 
a minimum of two inspections of 
culverts per year, one being made 
by designated division officers, and 
the other by a general bridge in- 
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spector usually assisted by a quali- 
fied B&B carpenter who is familiar 
with the local condition. The divi- 
sion inspection is usually made in 
the spring of the year in most 
territories in order to be ahead 
of vegetation, while the general 
office inspection is normally made 
in the fall. 

Things to look for when making 
inspections were outlined by the 
report. The various items were dis- 
cussed for the different types of 
culverts, including stone-box cul- 
verts or stonearches, wood-box cul- 
verts, rigid sectional pipe culverts, 
flexible pipe and concrete culverts. 

Under these same classifications, 
the committee discussed the man- 
ner and method of making repairs 
to the different types of culverts. 
It then went into the matter of 
replacement, pointing out that re- 
placement rather than repair of 
culverts is nothing more than eco- 
nomics. If replacement can be pro- 
vided as cheaply as making repairs, 
and the replacement would give as 
long as or longer useful service 
life, there should not be much 
question as to the procedure to be 
followed. However, the committee 
recommended that a careful in- 
vestigation be made of the require- 
ments before any culvert is re- 
placed. If sufficient cross-sectional 
area can be obtained by installation 
of a corrugated pipe within the ex- 
isting culvert it was recommended 
that this practice be followed as it 
is usually the most economical. 

Use of the jacking method for 
inserting culverts was discussed, 
and the procedure to be followed 
in using this method was described. 
The committee also described how 
old stone arch and concrete struc- 
tures may be relined with corru- 
gated metal. 


DISCUSSION 


W. H. Huffman (C&NW), who 
was the sponsor of this report, pre- 
sided during the discussion period. 





H. O. Adkins (D&RGW) re- 
marked that he preferred to tunnel 
with liner plates, when installing a 
culvert in a long fill, rather than 
jack pipe sections through because 
the pipe often gets stuck when 
jacking. 

V. D. Rasessler (IC) questioned 
the use of inside expansion bands 
that were waned in the report 
for repairing joints that had pulled 
apart. Mr. Huffman reported that 
the bands worked very well with 
cast-iron and concrete pipes and 
they eliminated a great deal of 
the more expensive jacking. H. D. 
Curie (B&O) stated that he had 
also found this to be true. 

E. E. Cash (Camus Prairie) 
stated that, after jacking opened 
joints together again, he had used 
iron bands recovered from disman- 
tled water tanks to tie them to- 
gether. 

W. H. Pryor (SL-SF) thought 
that opened joints should be jacked 
together rather than use the bands, 
but F. T. Teske (Soo Line) stated 
that his road used the bands with 
good results. The bands were made 
in the railroad shops and were so 
designed that they would fit oval 
or round pipes and would bolt to 
the pipe sections. 
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RADNOR YARD, $15-million joint facility of the Louis- 
ville & Nashville and the Nashville, Chattanooga & 
St. Lovis at Nashville, Tenn., was officialy opened 
with dedication ceremonies September 22. The new 
installation consists of three separate yards in a 1-2-3 
sequence of receiving, classification and departure 
which is over five miles long from end to end. Aerial 
view above shows 3,275-car hump-retarder classifi- 
cation yard in center with portion of 1,780-car re- 
ceiving yard in foreground and part of 2,344-car 
departure yard in far distance. At right is portion of 
old yard which was retained for use as mechanical 
servicing and storage yard. At maximum capacity 
Radnor will reportedly handle 3,000 cars per day. 


News Briefs 


* s 
in Pictures eee SEMI-ANNUAL meeting of the Associated Railway Track Contractors of 


America, Inc., was held September 13 at the Conrad Hilton Hotel in Chicago. 


GRADALL was used recently to tear up and load large slabs of after which slab is picked up (right) by closing the ripper in 
concrete at the Southern Pacific station in New Orleans. At left a wrist-like fashion so as to hold the slab tightly against the 
a single-tooth ripper attachment is employed to pry up slab, boom. 
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. . » new, improved equipment, materials, devices 














MAGNETIC TESTING KIT 


A MAGNETIC particle inspection 
kit, designed especially for pre- 
ventive maintenance inspection, for 
weld inspection and for limited 
volume inspection of any magnetic 
parts wherever surface cracks are 
suspected, has been announced by 
the Magnaflux Corporation, Chi- 
cago. Known as the Magnaflux Y-5 
yoke kit, the device comes in a 
metal carrying case, about the size 
of a fishing box, and weighs less 


than 30 Ib complete. Included in 
the kit are Magnaflux powder, 
powder bulbs, and operating in- 
structions for testing with the 7-lb 
yoke which is equipped with a 
100-ft cord. The unit operates from 
a 110-volt ac line and draws 6 
amps. 

The machine is designed for use 
by one man who handles the yoke 
with one hand, while with the 
other he dusts on the Magnaflux 
powder. The yoke will test up to 
about 24 sq in of area at each 
application. 








PREPARES CONCRETE 
FOR REFINISHING 


A NEW LIQUID etching product, 
specially developed for preparing 
concrete and cement floors and ma- 
sonry surfaces for sealing and re- 


RAILWAY TRACK and STRUCTURES 


finishing, has been announced by 
the Rust-Oleum Corporation, Evan- 
ston, Ill. The new product, known 
as Surfa-Etch, cleans, etches and 
neutralizes concrete or cement sur- 
faces in one application by cleaning 
the pores so that they are free from 
oils, greases, dirt and accumulated 
soap film. 

Surfa-Etch is applied liberally 
with a brush or a spray after the 
surface accumulation of dirt and 
grease has been removed by scrap- 
ing. The solution is scrubbed into 
the surface for from three to five 
minutes using a scrub brush or elec- 
tric floor machine. Surfa-Etch then 
attacks the alkali with an effervesc- 
ing action which boils out the film 
material from the surface pores. 


Following the treatment the sur- 
face should be rinsed for several 
minutes with clear, fresh water and 
allowed to dry before application 
of a sealer. The manufacturer re- 
ports that no special clothes, gloves, 
goggles or aprons need be worn 
when using Surfa-Etch. It is fume- 
free, odor-free, noninflammable and 
‘vill not damage metal surfaces. 








HYDRAULIC CUTTER 


WEIGHING ONLY 12 lb and just 
21 in. in length, the Model 200-A 
Guillotine hydraulic cutter is re- 
ported to cut up to 4-in reinforcing 
rods with ease. Produced by the 
Manco Manufacturing Company, 
Bradley, Ill., the unit is designed 
to replace larger and more cum- 
bersome bolt cutters. 

The Model 200-A operates with 
a pressure of 8500 psi which 
enables the operator to exert 10 
tons thrust. A newly designed dual 
ratio pump combines rapid traverse 
with high power to minimize cut- 
ting time. The reduced operator 
effort necessary for cutting with 
the new unit minimizes the tend- 
ency of the operator to twist while 
cutting, thereby eliminating a 
major cause of bolt cutter blade 
breakage. The cutting blades are of 
alloy tool steel and can be easily 
resharpened. 


TORQUE-CONVERTER 
FOR EXCAVATOR 


TORQUE-CONVERTER-engine 
combinations are now available as 
optional equipment on certain 
models of Bucyrus-Erie excavators, 
according to the Bucyrus-Erie 
Company, South Milwaukee, Wis. 
The combination is designed to 
provide a maximum (stalling) 
torque from 200 per cent to 225 
per cent of the full-load torque 
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possible with straight friction drive 
on a given excavator unit. The 
torque-converter automatically bal- 
ances engine speed to load require- 
ments, so that when output speed 
is reduced by a heavy pull at the 
dipper teeth, the engine is speeded 
up accordingly. It is also stated 
that the torque-converter provides 
a cushioning effect to protect the 
machinery and engine trom shock 
loads encountered in excavator op- 
eration. ‘ 
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DIESEL-ELECTRIC 
PILE DRIVER 


THE INDUSTRIAL Brownhoist 
Corporation, Bay City, Mich., has 
announced production of its first 
heavy-duty, diesel-electric, full-re- 
volving pile driver. Reported to be 
one of the world’s largest machines 
of its type, it is known as the No. 
15 diesel-electric pile driver. With 
power-battering leaders 50-ft long 
which will carry a maximum leader 
load of 26,000 Ib, the machine has 
a reach of 34 ft 1 in from the center 
of rotation and 20 ft 6 in ahead of 
the front axle. The leaders will 
provide a maximum batter of 3 in 
per ft and, according to the manu- 
facturer, can be raised to driving 
position or lowered to traveling 
position in about one minute. 
The pile driver, which weighs 
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LIGHTING FIXTURES 
A NEW LIGHTING fixture line 


especially designed for use in rail- 
road office buildings, stations and 
ticket offices has been announced 
by the Safety Car Heating & Light- 
ing Co., Inc., New Haven, Conn. 
The fixture line includes square and 
rectangular units of the same basic 
design for lighting harmony from 
room to room. 

The units are available for in- 
dividual or for end-to-end con- 
tinuous row mounting, and each 
unit is constructed with dimensions 
in multiples of 12-in. This enables 
the fixtures to be installed easily 
in ceilings composed of regular 
12-in ceiling tile. “Safety 68” diffus- 
ing panels formed of k-in thick 





Plexiglas cover each fixture. These 
panels resist breakage from impact 
and are guaranteed against discol- 
oration. The manufacturer reports 
that the panels assure maximum 
light transmission with low surface 
brightness and with perfect diffu- 
sion over the entire panel surface. 
It is also stated that any desired 
level of illumination can be ob- 
tained with these units. The fixture 
housing is of a heavy gauge steel, 
and the units are finished in a per- 
manent baked white enamel. The 
reflector is designed to permit ac- 
cess to electrical components and 
pintle-type hinges permit the re- 
moval of the bezel and diffuser as 
a unit without the use of tools. 
The units are available with rapid- 
start or standard fluorescent lamps. 





211,000 Ib in full-operating rig, is 
powered by two diesel engines 
with a combined horsepower of 
385. 

Each engine drives a General 
Electric traction generator which, 
in turn, powers GE travel motors 
mounted on each of the 6%-in by 
12-in trucks. Locomotive gear re- 
duction cases have a built-in dis- 
engaging mechanism which can be 
used when the pile driver is to be 
transported in a train. The unit 
has a top travel speed of 20 mph 
and a maximum drawbar pull of 
21,000 Ib. It has been designed to 
haul its own work train and _ is 
equipped with air brakes for brak- 
ing both the driver and the cars it 
is hauling. 

The machine is equipped with a 
steam-operated pile hammer which 
is fired by a 115-hp Vapor-Clark- 


son No. 4630 steam generator with 
a capacity of 4,000 lb of steam per 
hour. The unit carries water tanks 
of 600-gal capacity for supplying 
the steam generator and fuel-oil 
tank of 275-gal capacity. 


SHORT DRILL FOR 
CLOSE QUARTERS 


A SHORT electric drill, designed to 
get into tight spots, has been an- 
nounced by Stanley Electric Tools, 
New Britain, Conn. The new unit is 
available in two models, one known 
as the No. 123, with a 4-in capacity 
in steel and a 1%-in capacity in 
wood. The other, designated the 
No. 383, has a %-in capacity in steel 
and 1%-in capacity in wood. 

To permit use of the drill in 
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hard-to-get-at places, the back 


spade handle and pipe handle are 
both removable. Construction fea- 
tures of the tool include a die-cast 
aluminum alloy housing, anti-fric- 
tion bearings, alloy steel gears and 





a momentary contact switch with a 
push buttom locking device. The 
drill is equipped with a key-type 
chuck wiih a key receptacle in the 
handle for easy accessability. Both 
models of the drill may be obtained 
for voltages from 115 to 250 volts. 





ELECTRIC ROCK DRILL 


A NEW electric rock drill has been 
announced by the Homelite Cor- 
poration, Port Chester, N.Y. The 
new unit, which employs a Bosch 
rock drill, is powered by a light- 
weight, high-cycle motor requiring 
no brushes. It is separate from a 
portable Homelite generator weigh- 
ing only 130 Ib. 

The rock drill, equipped with a 
Bosch pressure blower, drills blast- 
ing holes, wedge holes, split holes 
and anchor holes in rock, concrete 
or brickwork. 
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ALL-WEATHER CAB 


A MOLDED steel cab is now avail- 
able for all models of the Michigan 
tractor-shovels manufactured by 
the Construction Machinery Divi- 
sion of the Clark Equipment Com- 
pany, Buchanan, Mich. The all- 
weather cab is designed for easy 
field installation and features all- 
around and_ overhead vision 
through safety glass windows set 
in rubber moldings. Glass in the 
overhead window is tinted to 
eliminate sun glare. 

The rear section of the cab is 
mounted on a track which enables 
it to roll freely back and forth. 





This rear section can be removed, 
if desired, in five minutes and will 
lock open or closed in any position. 
A quick-release mechanism frees 
the lock when the cab is ‘pulled 
back to open. Windows in the rear 
section are of the sliding type. The 
cab unit, which weighs approxi- 
mately 275 lb, is furnished with a 
windshield wiper as __ standard 
equipment and a heater and de- 
froster as optional equipment. The 
interior of the cab is sprayed with 
an insulating compound to deaden 
noise. 

This new cab is an addition to 
other styles of cabs previously in- 
troduced for the Michigan line. 








SURVEY MARKERS 
A NON-RUSTING survey marker 


which is designed for use in lo- 
cating permanent survey points, is 
now being offered by the Copper- 
weld Steel Company, Pittsburgh, 
Pa. The marker consists of a steel 
core to which a copper covering is 
molten-welded, thereby providing 
strength for driving and, at the 
same time, providing corrosion 
protection. 

The marker is available in two 
different types, one with a tinned- 
end extending down 1% in from 


— 


the top, and the other with a 
compression-fit 1%-in diameter 
bronze head, which provides space 
for center-punching a precise point 
of reference. The former is avail- 
able in 4-in or %-in diameters, and 
is designed for use in uneven or 
heavy-foliaged terrain. The latter 
is supplied in a %-in diameter and 
can be driven flush with pave- 
ments, roadbeds, bridge buttresses 
or other surfaces. Standard length 
of the markers is 3 ft; however, 
other sizes can be furnished on 
special order to fill any particular 
need. 
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WHAT’S THE ANSWER?... 


. . . @ forum on track, bridge, building and water service problems 











Diesels and Curve Maintenance 


What effect, if any, has the introduction of diesel locoro- 
tives had on the maintenance of line and gage on curves? 


Is it more or less difficult? Explain. 


Diesels ‘‘Kinder’’ to Track 
By AssIsTANT Diviston ENGINEER 


The replacement of steam with 
diesel locomotives has generally 
reduced the problem of main- 
tenance of line and gage on 
curves. However, it has also intro- 
duced a new factor at many loca- 
tions—increased curve wear on 
rails—and this in its advanced 
stages, indirectly, creates a gage 
condition. 

There seems little question in the 
minds of maintenance personnel 
that diesel equipment is “kinder” 
to the track structure than steam. 
Heavy steam freight locomotives 
had sufficient rigidity and side sway 
to distort both line and gage on 
curves. While this effect was grad- 
ual, it was progressive to the point 
that realinement and _ regaging 
were prime factors in any track- 
maintenance program. Poor joint 
surface, which frequently occurred 
on the low rail of curves, contrib- 
uted to both line and gage condi- 
tions. This surface problem was 
often found on sections of track 
where both freight and passenger 
trains were operated at widely 
different speeds. 

With diesel equipment a better 
distribution of weight, greater 
flexibility through the trucks, and 
more nearly uniform train speeds 
for both freight and _ passenger 
trains seem to obtain. As a result 
the detrimental factors inherent in 
the steam locomotive are nullified. 
On this basis, it is natural to 
assume that better line and gage 
can be maintained with an ex- 
penditure of even fewer man-hours. 

However, full credit should be 
given to the heavier rail sections, 
larger tie plates, and improved 
rail fastenings which have become 
more widely used during the 
period that diesel power was re- 
placing steam. Greater mechaniza- 
tion of track ballasting and _ re- 
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surfacing, with more uniform, 
efficient and economic results, is 
another phase of the maintenance 
picture which may be contributing 
to better line and gage on curves. 

The improved conditions of track 
maintenance now being obtained 
is undoubtedly the direct result of 
all these factors, and is dependent, 
to some extent, on each factor for 
the total effectiveness of the net 
result. 


Curve Maintenance Reduced 


By C. HALVERSON 


General Roadmaster, Great Northern, 
St. Paul, Minn. 


Our railroad is not fully diesel- 
ized. There is, however, one divi- 
sion where diesels have been in 
service for about three years. 
Exceptionally heavy tonnage, most 


of which is iron ore, is handled on 
this territory. 

The haul is 116 miles long. Fifty 
miles of this are single track on 
which only ore is handled. Sixty- 
six miles are over the eastbound 
track of a double-track main line 
where the tonnage consists of iron 
ore, grain and lumber products. 

The ruling grade for eastbound 
trains is 0.2 per cent. There are 
82.62 miles of tangent track, 0.94 
miles of 1-deg, 7.50 miles of 2-deg, 
6.17 miles of 3-deg, 2.20 miles of 
4-deg, 1.77 miles of 5-deg, 0.16 
miles of 7-deg and 0.30 miles of 
8-deg curves. 

The track is laid with 112 and 
115-lb rail on 8%-in by 12-in or 
13-in double-shoulder tie plates. 

The diesel locomotives consist of 
three units of 1,500 hp each, with 
an axle load of 60,000 Ib. These 
locomotives handle 180-car trains 
of about 16,000 tons each. Approx- 
imately 120 million gross tons have 
been handled over this line during 
the three years we have had diesel 
operation. 

Prior to dieselization, steam en- 
gines, with a weight on the drivers 
of 537,880 lb and an axle load of 





Answers to the following questions are solicited from readers. 
They should be addressed to the What's the Answer editor, Railway 
Track and Structures, 79 W. Monroe St., Chicago 3, and reach him 
at least five (5) weeks in advance of the publication date (the 
first of the month) of the issue in which they are to appear. An 
honorarium will be given for each published answer on the basis 
of its substance and length. Answers will appear with or without 
the name and title of the author, as may be requested. The editor 
will also welcome any questions which you may wish to have discussed. 


To Be Answered 
In the January Issue 


1. What dollar savings may be ex- 
pected to accrue in connection with 
the removal of little-used main-track 
turn-outs? Explain. 


2. Considering all factors, what are 
the relative economic advantages of 
cold-process built-up roofs and_hot- 
process built-up roofs for most types of 
railway buildings? Explain. 


3. What are the relative merits of 
jacks and pans for the control of ballast 


unloaded from commercial hopper-type 
gondola cars? Explain. 


4. To what extent, if any, has the 
introduction of diesel locomotives af- 
fected the cost of maintaining bridges? 
Explain. 


5. What, if any, advantages can be 
gained from the setting of ballast stakes 
to the base of rail rather than the top 
of rail? Explain. 


6. What is the most economical 
method of disposing of the chromate 
wastes from diesel-engine water-cooling 
systems? Explain. 
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67,200 lb, handled the same ton- 
nage per train. 

Despite their larger number of 
wheels, the steam engines, with 
their heavier axle loads and high 
center of gravity, have a less uni- 
form weight distribution than the 
diesels, and develop a severe lateral 
thrust against the rails. The diesels 
with a lower center of gravity and 


power uniformly applied to each 
axle through gears, develop a less 
concentrated lateral thrust against 
the rail. This results in a decrease 
in the distortion of the gage and 
alinement of the curves under 
diesel power. This reduction was 
particularly noticeable on curves 
sharper than 3 deg. 

On another division there are 124 


Roller Applicators for Paint Crews 


To what extent should roller applicators be used by pa'nt 
crews? What are the advantages of these rollers? The limita- 


tions? Explain. 


Preferable to Brushes 


By LEo j. DENz 
Chief Carpenter, Chicago, Milwaukee, 
St. Paul & Pacific, Chicago 

We have used roller applicators 
for applying paint on a number of 
our structures in the Chicago 
Terminals and have found that 
they are preferable to brushes 
where the general surface is flat 
and smooth. When painting 
beaded or V-ed material on walls 
and ceilings it is difficult to get a 
good job with a roller. In these 
cases a brush does a better job. 
We have also found that the paint 


covers considerably better with a 
roller than with a brush. 

In a terminal such as Chicago, 
where it is usually necessary to 
hire new men to start the painting 
program each season, we find that 
we are unable to get experienced 
painters and that inexperienced 
men can do a much better job with 
a roller. If there are one or two 
experienced men in the crew they 
can of course do the brush wor 
on the trim. We have found that 
where we have had experienced 
painters, accustomed to using a 
brush for a number of years, it 
was more or less difficult to get 


curves within a distance of 121 
miles. The maximum curvature is 
3 deg. On this line passenger serv- 
ice is 100 per cent dieselized. 
Although there are some steam 
locomotives in freight — service, 
there has been a reduction in the 
maintenance of line and gage on 
curves because of the larger num- 
ber of diesels which are operated. 


them to switch to using a roller. 
However, even these men, after 
they had used a roller, admitted 
that it really was a better way of 
applying paint, especially when 
only one coat was being spread. 

It is my belief that, whenever 
a roller can be used to apply paint, 
it should be used in preference to 
a brush. This, of course, applies 
to house painting and not to steel 
bridge painting where it is nec- 
essary to get the paint in all the 
corners and crevices. 

We have found that it is a good 
practice, using a brush, to paint 
a strip approximately two inches 
wide at the corners of both the 
ceiling and the walls before the 
roller is applied. This does ’ not 
emphasize the difference in appli- 
cation methods as much as when 
the brush is applied after one has 
gone as far as he can with the 
roller. 





Repairing Stone Box Culverts 


What is the most effective method of repairing stone box 
culverts where the capstones nave failed? Explain. 


Objects to Word ‘‘Failed’’ 


By Leo D. Garis 
Gene ‘al Bridge Inspector, Chicago & 
North Western, Chicago 

Before answering and explaining 
this question, I would like to take 
exception to the use of the word 
“failed.” In most cases where a 
crack is found in the bottom of a 
cover stone in a stone box culvert, 
that particular stone is, no doubt, 
broken into two pieces. However, 
bearing friction and the soil pres- 
sure at the ends of the 12-in to 
16-in thick cover stones used on the 
Chicago & North Western prevent 
much displacement of the stone, 
and in many cases the existence 
of these broken stones has been 
tolerated for a few years before 
any repairs have been made. There 
is no record on the C&NW of a 
rapid development of broken or 
cracked cover stones and I am of 
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the opinion that the word “failed” 
should be limited to conditions re- 
quiring immediate attention. 

There are about 1200 stone box 
culverts on the North Western. All 
of these culverts were built be- 
tween 1860 and 1908. The largest 
of them are known as 6-ft by 8-ft 
culverts. The top two courses of 
the wall stones of these larger 
culverts are, however, stepped in 
to give a 4-ft clear span for the 
16-in thick cover stone. There are 
a few smaller culverts with the 
smallest ones shown on the old 
drawings as 2 ft by 2 ft. 

Where the stone used for con- 
struction was a very hard quartzite, 
no cover stones have cracked or 
broken. In the harder limestones 
the broken cover stones have been 
very few. With the softer and 
more common limestones, however, 
cover stone breaks have been very 
common. Practically the only re- 


pairs made where a broken cover 
stone is the only defect have been 
to notch a short length of T-rail, 
base up, into the top of the wall 
to support the broken stone. No 
plans or general instructions have 
ever been issued to cover this 
simple construction. Rails of all 
sections have been used and there 
are now hundreds of these repairs, 
many of which have been in place 
for over 50 years. This type of 
repair has not been frequent in 
the last 10 years, and this probably 
indicates that most of the stones 
which would ever break have now 
been repaired. 

The stone box culverts on the 
C&NW have not been expensive 
to maintain and the percentage 
that have been replaced with pipes 
due to a combination of poor walls, 
delayed maintenance and _ broken 
cover stones has been very small. 
Where replacement with pipe has 
been made, the pipes have nearly 
always been placed alongside the 
old box which has then been filled 
and the ends plugged. When this 
has been done, there have been 
cases where the filling of the old 
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box and the plugging of the ends 
have not been adequate to with- 
stand floods. Recently, however, we 
have been very careful with such 
back filling and have used several 
yards of concrete to plug each end 
of the abandoned culvert. 

In 1943, the C&NW took over 
the inspection of bridges and cul- 
verts of the Chicago, St. Paul, 
Minneapolis & Omaha where _ it 
Was common practice to place gal- 
vanized metal pipe inside stone- 
box culverts and back fill with 
concrete between the old box and 
the new pipe. This type of repair 
has been satisfactory and I know 
of no case where the slight reduc- 
tion in the area of the opening 
has caused flood trouble. This type 
of repair is not made at present 
time without full investigation of 
the drainage area. 

Repairs to individual wall stones 
have been made by removing the 
disintegrated portion of the stone 
and replacing it with concrete. Un- 
less the wall stone is removed to 
a depth of one foot, the new con- 
crete must be doweled to the old 
stone. Precautions must be taken 
to prevent removal of enough of 
the wall to seriously weaken the 
structure. 


Each Failure Separate Problem 


By G. W. BENson 
Superintendent Bridges, Central of 
Georgia, Macon, Ga. 


This question implies that the 
usual investigation has been made 
and, after this inspection and appli- 
cation of a recognized drainage 
formula, repairs can be made 
which include one or more failed 
capstones. 

Economical and practical repair 
of failed stones in a stone box 
culvert is limited to the following: 
(1) Stone box with opening large 

enough to permit some reduc- 
tion in cross section. 
(2) Where the failed capstones are 
readily accessible from the top, 
either at toe of fill slope or 
within few feet of the base of 
rail. 
Where the culvert is of suffi- 
cient size to permit repair work 
from inside, possibly in com- 
bination with (2) above. 

Failures of these stones are 
usually clean breaks, either at one 
wall or near their center, and often 
occur in combination with the 
bearing stone on the bench wall, 
although we find occasional disin- 
tegration. Our stone boxes are 


oo 
_ 
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comparatively old, some having 
been in service over 100 years. By 
far the greater portion were laid 
dry with very little dressing, par- 
ticularly on the large base and 
capstones, although the roof joint 
was tight or protected by a cover 
stone. Over the years, pointing and 
grouting has been done to varying 
degrees. 

Where the section of the culvert 
can be reduced, and the break in 
the capstone or stones occurs at 
one wall, a small brick or concrete 
wall can be used to support the 
stone. If the break occurs in the 
center, a small wall can be used 
to support the failed stones. If the 
stone or stones show disintegration 
and drift must be considered, con- 
struct two small walls with a re- 
inforced concrete top or thread a 
pipe or pipe arch through the 
failed portion and fill the void 
between the threaded pipe and 
failed box with stone and pressure 
grout. 

Where easily accessible, uncover 
the failed portion or entire top of 
the culvert and remove the failed 
stone and replace with a reinforced 
concrete top or pour a concrete cap 
on top of the stones. Selection of 
the repair method will depend on 
type of failure, condition of stone, 
headroom, train schedules, ete. 

On long boxes under high fills, 
the greater portion of the repair 
work must be done from the inside. 

If the failure consists of a single 
clean break and the stone is other- 
wise good and not sagged enough 
to offer obstruction to the water- 
way, it is usually possible to point 
the crack and support and _ rein- 
force the bottom corners of the 
failed stone with heavy bars or 
rods, steel angles or scrap rails, so 
placed that the bottom corner of 
the stone bears on the bottom leg 
of the angle or the base of the rail. 

If the stone is disintegrated or 
cannot be reinforced as above it 
must be removed. It can then be 
replaced with scrap rails of suffi- 
cient length to provide good bear- 
ing. These rails should be laid 
workway with bases touching and 
the void above the rails should be 
filled with concrete. 

If the failure involves a number 
of stones, these stones should be 
removed. They may be replaced 
with rail and concrete as described 
above or with reinforced concrete. 
The stones should be removed one 
at a time and the new construction 
placed as this removal progresses. 
Prior to starting repair work a piece 
of scrap pipe should be driven 
through alt to the top of culvert 














and this pipe used for placing con- 
crete in the void left after removal 
of the last stone. There is now on 
the market a manually operated 
earth augur which will provide a 
4-in hole 25 ft deep cheaply and 
quickly. On one occasion, we used 
a pile driver to sink a long scrap 
pipe. These repairs aften save a 
very costly replacement. 

These remarks apply to perma- 
nent repairs. Emergency repairs 
can often be made with suitable 
second-hand. timber. 

It must be remembered that each 
failure of this type presents a 
separate problem and that the 
economical and practical solution 
of that problem is the duty of all 
concerned, 


Use Corrugated Pipe 


By L. P. Drew 
Assistant Chief Engineer, Union Pacific, 
Omaha, Neb. 

If the drainage area will permit 
of a reduction of some 25 per cent 
to 40 per cent in the effective 
waterway, the most economical 
and satisfactory method is to 
thread a corrugated-metal riveted- 
joint culvert pipe through the pres- 
ent opening, the space between the 
corrugated pipe and the stone box 
to be backfilled with either dry 
sand or cement-sand grout, placed 
under pneumatic pressure. 

If the effective waterway cannot 
be reduced, it is usually as eco- 
nomical to repair the existing cul- 
vert as outlined above, then place 
an additional 


culvert opening 
alongside, using corrugated metal 
pipe installed by the jacking 
method. 


Replace With Precast Slabs 


By E. S. BrrkENWALD 
Engineer of Bridges, Southern, 
Cincinnati, Ohio 

Stone box culverts, because of 
the limited strength of the cap- 
stones, provide limited waterway 
at best, with a maximum width of 
waterway opening not much 
greater than four feet. The chances 
are that, in addition to capstone 
failure, the mortar cementing the 
stones of the culvert has deteri- 
orated and many have washed out, 
thus causing movement resulting in 
the breaking of the capstones. 

If the cover of fill and ballast 
above the capstones is light and 
the mortar cementing the stones 

(Continued on page 64) 
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You Can Operate them ALL 


with a 


HOMELITE 


DUAL PURPOSE GENERATOR 


“Mapes 





It doesn’t matter whether you use standard universal 
power tools or high cycle power tools, a Homelite 
Dual Purpose Generator operates them all. Yes, and it 
doesn’t matter where you have to use your tools, a 
Homelite will give you the power you need where you 
need it. 


Light and carryable .. . easy to transport .. . one or 
two men can put this gasoline-engine-driven generator 
quickly into operation anyplace, even on a narrow 
bridge. No long hazardous cables are needed. No 
manual attention while running. No operating troubles 
from any weather conditions. 


Write today for a free on-the-job demonstration. 





o- 


“ineeute CORPORATION 


210 RIVERDALE AVENUE «© PORT CHESTER, N.Y. 
CARRYABLE PUMPS, GENERATORS, BLOWERS, AND CHAIN SAWS 


High Cycle Grinder 


Canadian Distributors: Terry Machinery Co., Ltd., Toronto, Montreal, Vancouver, Ottawa. 
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Does the job faster... 
at lower cost! 


Here’s how...Check into the exclusive 
features of the Wellmian-Browning 
Locomotive Crane and you'll see how 
it gives you: 


Greater switching power. Drawbar 
pull is unsurpassed due to exclusive 
Torqflo hydraulic drive. 


Smoother performance of hoist, swing, 
boom hoist and travel motions be- 
cause of Torqflo and Metered Air 
Controls. Finger-tip control varies 
speed and power... eliminates jerks 
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and shocks. Result: 


Lower-cost operation. Gets the jobs 
done faster. Reduces wearon clutches, 
brakes, cables. Cuts maintenance costs, 


@ You can’t beat a Wellman- 
Browning Locomotive Crane 
for output, versatility and long 
life! For details, write Wellman- 
Browning Locomotive Crane 
Division, The Wellman 
Engineering Company, 7078 
Central Ave., Cleveland 4, Ohio. 


WELLMAN- 
BROWNING 


LOCOMOTIVE CRANES 











What’s the Answer (Cont'd) 





together is in good condition, a 
precast reinforced concrete slab 
may be installed to replace the 
failed capstones. Because of the 
unevenness of the walls it may be 
necessary to spread a rich mortar 
bed between the top of walls and 
the underside of the precast slabs. 
If rail support is needed, two rails 
bolted together, with steel blocks 
between them, will serve as an 
equalizer and support for a single 
running rail. 

In the event that the cover of 
fill over the capstone is more than 
a few feet deep, it will probably 
be cheaper to replace the entire 
box with a metal pipe culvert, 
which can be jacked into place. 
If rock is present in the fill it may 
be necessary to use metal tunnel 
liners. This tunnel liner should be 
galvanized and field coated with a 
suitable bituminous material. In 
either case the stone box culvert 
should then be plugged. 

If the flow line of the box culvert 
has not been altered during the 
life of the culvert and if it has been 
determined that the waterway 
can be reduced, it may be possible 
to thread a metal pipe, having 
the required waterway opening, 
through the failed culvert. The 
space between the metal pipe and 
the box culvert should then be 
filled with a lean grout which can 
be placed by pressure grouting 
methods. 


Capstones Designed Empirically 


By F. H. CraMer 
Bridge Engineer, Chicago, Burlington & 
Quincy, Chicago 


Stone culverts were built with 
vertical side walls spaced from two 
to four feet apart. They were 
capped with large stones which 
spanned the opening between 
these walls. Because of the un- 
certainty with reference to the true 
transverse strength of building 
stone, a large factor of safety above 
the supposed ultimate strength of 
the stone was used. Many stone 
boxes were, therefore, built accord- 
ing to empirical rules which dic- 
tated that the thickness of the cap- 
stones should be as follows: 

For a 2-ft span, 10 in. 

For a 3-ft span, 13 in. 

For a 4-ft span, 15 in. 

Where it is necessary to repair 
these capstones, -enough stone in 
each of the walls directly under the 
supports should be removed to 
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permit the insertion of steel rails 
which should then be shimmed 
tight against the capstones. The 
openings in the walls around the 
ends of these rails should then be 
backfilled with cement grout. In 
those cases where the capstones are 
completely broken, the rails should 
be placed close together on the 
wall seats, and backfilled with lean 
grout. 





Bolts in 
Switch Rods 


Should the bolts in switch rods 
be placed head up or head 
down? How important are the 
cotter keys in these bolts? Explain. 


Rules Require Heads Down 


By C. C. Van STRATTEN 
Roadmaster, Missouri Pacific, 
Jefferson City, Mo. 


On our railroad it is a violation 
of the Maintenance-of-Way Rules 
to insert switch-rod bolts other 
than from below, or to leave them 
without cotter keys. I cannot find 
any good reason or purpose for 
switch-rod bolts to be inserted any 
other way than from below. There 
are two reasons for this. 

(1) The bolt is easier to apply 
during the original application, as 
it is a difficult task to tighten the 
nut on a bolt when it is underneath 
and between the ties. 

(2) The matter of inspection 
should alone be cause enough to 
require insertion of the bolt from 
below. This allows for frequent 
and easy inspection of the bolt to 
determine if the nut is tight and 
key in place. If the nut were below, 
it would require the one making 
the inspection to get down and 
feel or to use a mirror to see if 
the nut and key were still in place. 
With the nuts on top in plain view 
they are noticeable to every one 
passing them and may be observed 
by signalmen, switch tenders, sec- 
tion forces and others more fre- 
quently than if inspection required 
these men to get off their motor 
cars to see that the bolts were in 
proper order. 

With reference to the importance 
of the cotter key, I do not think 
of the switch-rod bolt as having 
been installed, other than tempo- 
rarily, until it has been keyed. 

(Continued on page 66) 
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EASY TO 
CARRY 


EASY TO 
SPOT 





DUFF-NORTO 
Jacks 


"Giving Industry A Lift Since 1883" 





Why section gangs 

work faster with 

these two aluminum 
track jacks 


Ask Tony or Joe or any of the 
boys who worked with either of 
these Duff-Norton aluminum track 
jacks, and you'll get the same story. 
They like them because they’re 
25% and 334% lighter than jacks 
with malleable iron housings. Be- 
ing lighter in weight they are 
easier to carry and spot. With less 
energy expended in handling un- 
necessary dead weight, the gang is 
able to do more work. 

Write the world’s oldest and 
largest manufacturers of lifting 
jacks for TRACK JACK Bulletin 
AD18-F, The Duff-Norton Manu- 
facturing Co., P. O. Box 1889, 
Pittsburgh 30, Pa. Canadian plant 
—Toronto 6, Ontario. 


1. No. 517BA Single Acting Sur- 
facing Jack can raise 15 tons 
5 inches, weighs only 31 Ibs. 


2. No. 117A Single Acting Track 
Jack can raise 15 tons 13 inches, 
weighs only 46 Ibs. 
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Some seem to feel that the key 
is of little importance on a good 
switch bolt that is properly 
tightened, but again this is a 
safety factor which prevents the 
nut from turning. On inspections 
when the cotter key is missing it 
is almost certain that the nut is 
loose or has been struck by some- 
thing, and needs attention. 
Switch-rod boits should, for all 
safe and practical purposes, be 
inserted from below and cottered 


with a good cotter key and the key 
spread to prevent its moving in the 


cotter hole. 


Head Down Protects Threads 


Roadmaster, 


By N. J. Vrro 
Delaware, 


Western, Buffalo, N. Y. 


Switch-rod _ bolts 
placed head down. This leaves the 
threaded portion of the bolts up 
in position to be properly lubri- 
cated to protect the thread life. 








A Burro Crane, its operacor and two men on the 
rail will set a fast pace for the track gang to 
follow. Rail gangs equipped with a Burro Crane 


produce more work per shift at lower cost be- 


cause Burros have the pace-setting speed and 
efficiency that helps them keep on schedule. 
Equally efficient with tongs, magnet, hook, bucket 
or dragline, Burro Cranes handle any job in stride. 


train and gang. 











Only Burro Cranes Have: 


Fast travel speeds . . . up to 
22 MPH 
Draw Bar Pull of 7500 Ibs. 


often eliminates need for work 
train or locomotive 

Elevated Boom Heels for work- 
ing over high sided gondolas 
Short tail swing — will not foul 
adjoining track 


Fast travel speeds get them to the job in a hurry @ Low overall height — a Burro 
: ’ . can be worked and loaded on 
- heavy draw bar pull permits hauling work a standard 
flat car 
Write for Bulletins on Burro Cranes } | evee 
a 
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1320 SOUTH KILBOURN AVENUE « CHICAGO 23, ILLINOIS 
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This position also makes it easy 
to make adjustments, and saves 
time when changes are to be made. 
Bolts applied in this position in- 
crease the reclaim percentage as 
bolts applied head up usually have 
to be burned off because of the 
rust action which takes place on 
the threads of a bolt when hidden 
in the tie crib. 

A cotter key is most important 
in these bolts, especially when the 
bolts are applied head down. The 
only reason for applying a bolt to 
a switch rod head up is to prevent 
the bolt from falling through in 
case the nut came loose. A cotter 
key will prevent this from hap- 
pening. 


Cotter Key Prevents Loosening 


By W. A. ScHUBERT 
Division Engineer, St. Louis-San 
Francisco, Chaffee, Mo. 


This is an interesting subject 
and one of importance to track 
men. No one will disagree that the 
switch, in its best condition, is 
the weakest link in the track struc- 
ture, and that the switch-rod bolts 





BROKEN CONNECTING-ROD BOLT which 
prevented a switch failure because it 
was installed head down with a cottered 
nut on top. 


play an important part in making 
the switch safe. 

The bolts in the switch rods and 
connecting rods should, without 
question, be placed with the head 
down and the nut on top. The nut 
must be properly protected by a 
cotter key to prevent it from com- 
ing off should it work loose. This 
position of the. bolt also permits 
proper inspection at the required 
(Continued on page 68) 
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IN DRUMS OR 
SHAKER BOXES 








Nalco H-174 granular Weed Control Chemical, distributed with Nalco 
Track Mechanical Spreaders, is the fast, positive way to get full-season 
weed control in yards, along sidings and right-of-way. Around buildings, 
bridge and trestle footings and in other hard-to-reach places, the portable 
or off-track Mechanical Spreaders or the convenient Nalco H-174 Shaker 
Box do the job quickly, without waste. 

Nalco H-174 action is powerful and lasting. One treatment, preferably 

before emergence, provides sufficient treatment to prevent growth during 
the season. Application after emergence provides a thorough kill and stays 
in the soil for months to prevent regrowth. H-174 is non-hazardous to 
humans and animals; safe to store and handle. 
“ Your weed control requirement will determine the type of Nalco 
Mechanical Spreader best suited to your use. Whether manually- 
operated sling-type, mechanically-driven push-cart, or push-car-mounted, 
these spreaders are designed to give you accurate dosage control and 
excellent distribution of Nalco H-174. 

Full data and prices on Nalco Weed Control Chemicals and Spreaders 
will be sent promptly upon request. Act now for a successful start on 
a one-treatment, all-season weed control program. 


NATIONAL ALUMINATE CORPORATION 


6196 West 66th Place * Chicago 38, Illinois 
In Canada: Alchem Limited, Burlington, Ontario 


Vin 


PRODUCTS ... Serving the Railroads through Practical Applied Science 
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M&S LUBRICATORS 





For Efficient — Economical Rail 
and Flange Lubrication 


The M & S Rail and Flange Lubricator offers advantages found in no other 
lubricator—the result of 22 years’ experience in rail lubrication. Combines 
simplicity of design with rugged construction insuring economical year in— 
year out rail lubrication. 

Maintenance, other than filling the tank with oil, is rarely necessary. The effi- 
cient design with automatic lubrication of the two moving parts in each plunger 
block, results in long trouble-free service life. Easy installation—no rail drill- 
ing—no tie spacing. Note these down-to-earth prices: Unit as shown above— 
$298.00. Single plunger unit—$166.50. Write for complete details. 


MOORE & STEELE CORPORATION 


od | telemam a leley.Wieiel 0], be Oe, ae @ 


‘The Art of Track Lining’ 
Now available in pamphlet form 


Are you familiar with the “projection” method of lining track? Do you 
know why it may enable you or your forces to get better line? Do you know 
all of the “tricks of the trade” that help to make lining work easier? 


Here is a booklet that will give you answers to these questions. It con- 
sists of a reprint of three articles published in the May, June and July 
issues Of Railway Track and Structures. The author is Leo C. Blanchard, 
a roadmaster on the Milwaukee Road. 


Copies of the booklet are now available, postage prepaid at these prices: 


1 to 10 copies — $0.50 each 

10 to 25 ” — 5.00 + 45 cents for each copy over 10 
Hews * — 11.75 + 40 cents for each copy over 25 
50 to 100 - —— 21.75 + 35 cents for each copy over 50 
100 to 500” — 39.25 + 25 cents for each copy over 100 


Just fill out and mail the coupon below. 
Railway Track & Structures 


79 West Monroe Street 
Chicago 3, Illinois 


-Dear Sir: 
Please send me copies of the pamphlet reprint of the articles on 
‘The Art of Track Lining."’ Enclosed is $........ to cover the cost. 
Name _ __ Title — 
Compeny ‘ 
City 6: Zone __—‘State | 


(Checks or money orders should be made payable to Railway Track 
and Structures.) 


a 
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intervals to insure that the bolt, 
nut and cotter key are in good 
condition. 

If the bolt is placed with the 
head up and the nut and cotter 
key down, it can not be properly 
observed. It would also be difficult 
to tighten the nut and apply the 
cotter key in head-up position, 
since there is not sufficient room 
between the headblock ties to work 
on the nut. Thus, for practical 
reasons alone it is proper to place 
the bolts with the head down and 
the nut and cotter key on top. 

There are some who will argue 
that the bolt should be placed with 
the head on top, to provide proper 
protection, should the nut come off 
the bolt. This, of course, is not a 
good stand to take, since switch 
inspections should be made at fre- 
quent intervals to see that all 
switch bolts, etc., are in good shape 
and the switch is in safe condition. 

To further prove my stand on 
this issue, I wish to submit a 
photograph of a connecting rod 
bolt which failed on my territory 
and which was found by an alert 
track gang on a switch inspection 
tour. This bolt had been placed 
with the nut on top and head 
down. The head broke off but the 
bolt remained in the hole so that 
the rods were held in place. Had 
this bolt been put in with head up, 
no protection whatever would have 
been left and a serious accident 
might have resulted. 


Check Tightness Continually 


By L. W. Howarp 
Valuation Engineer, Illinois Central, 
Chicago 


All switch-rod bolts and con- 
necting-rod bolts should be placed 
head down so that the position of 
the nut and cotter key will be 
above the rod and can be readily 
inspected at any time. 

It is extremely important that 
cotter keys be used in all switch- 
rod bolts to avoid a dangerous 
condition which would result from 
nuts working off under _ traffic. 
Cotter keys should be inspected 
regularly, nuts should be_ kept 
drawn up tight, and bolts should 
be lubricated to prevent rusting. 
However, bolts should not be 
allowed to become covered with 
grease to such an extent that good 
inspection is impossible. Should 
worn cotter keys be found, they 
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should be replaced immediately, 
and the tightness of bolts pwn f 
be regularly checked to prevent 
undue wear and rattling during the 
movement of trains. 


Place Nuts ‘‘Top Side’’ 


By Leo V. LEVEsQUE 


Extra Gang Foreman, Bangor & 
Aroostook, Fort Kent Mills, Me. 


Bolts in switch rods should be 
placed with heads down and the 
nuts “top side.” This gives the 
inspector a better view and a 
better chance to keep nuts and 
threads oiled or coated with pre- 
servatives, as they should be, in 
order to facilitate the removal of 
bolts for the changing of switch 
points. Cotter pins of the proper 
size and length are an absolute ne- 
cessity as nuts should not be 
squeezed too tightly on switch- 
point clips, and without the cotter 
pins nuts could easily work loose. 


Head Down Aids in Inspection 


By SECTION FOREMAN 


The heads of switch-rod bolts 
should be placed down with the 
nuts on top in plain view. In this 
position the nut may be easily in- 
— to determine if it is 
“backing off’ each time a man 
walks over the switch or rides by 
on a motor car. Another advantage 
develops from the ease with which 
the nut can be turned down from 
the top, but easy inspection is the 
main reason for this practice. 

The nut on the bolt joining the 
switch-stand crank to the con- 
necting rod should also be on top. 

Some foremen contend that it 

is safer to put these bolts in place 
with the head up so that if the 
nut does work off the bolt will be 
held in place by the head. This is 
a poor practice since the bolt could 
easily be jarred out of position by 
a train moving over the switch 
once the nut came off. 
_ The cotter pin prevents the nut 
from backing off the bolt and 
causing a derailment. It gives com- 
plete insurance that the nut will 
never completely back off. Track 
crews should inspect these pins 
often and make sure they are prop- 
erly spread. Pins of the correct size 
should always be used, and wires 
or nails should never be employed 
for this purpose. 
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work should proceed as _ follows. 


Gaging New Rail 


When rail is renewed on track having irregular gage, should 
the first line of new rail be gaged to the old rail? Why? If not, 
how should the new rail be gaged? 


Use One Gaging Foreman A day or so before the rail renewal 
starts, line one rail perfectly, then 
renew the opposite rail first. 
Select one foreman with enough 
men to do the gaging. Make him 
responsible for maintaining uni- 
form gage. Do not assign more 
(Continued on page 72) 


By Eminio GERARO 
General Foreman—Track, Pennsylvania, 
Philadelphia 


When rail is to be renewed on 
track having irregular gage, the 


ONE MACHINE 
FURNISHES... 
















"WELDANPOWER” 


Combination Welder and 
Standby Power Unit. Pow- 
ered by air-cooled engine. 
Weighs only 550 pounds. 


AS A WELDER 


Weldanpower supplies 200 amps 
for welding, hardsurfacing, sol- 
dering, brazing, torch heating 
and cutting. Ideal for general 
maintenance work. Weldanpow- 
er supplies AC power for oper- 
ating electric machinery and arc 
| welding at the same time. 


AS EMERGENCY POWER 


GENERATOR 


Weldanpower supplies 4 KVA for con- 
tinuous duty at 110 or 220 volts, 5 KVA 
for intermittent standby power. Accurate 
voltage regulation assures power for all 
essential electric power needs around 
the shop or on track maintenance jobs. 





GET FACTS on new combination welder and power generator. Write 
for Bulletin 1339 today, the Lincoln Electric Railway Sales Company, 
11 Public Square, Cleveland 13, Ohio. Railroad representatives of 


‘THE LINCOLN ELECTRIC COMPANY 


Cleveland 17, Ohio 
|THE WORLD'S LARGEST MANUFACTURER OF ARC WELDING EQUIPMENT 
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QPF man driving Tractair puts 105 
cfm of air to work where and 
when you need it—lets you make more 
use of work-saving Le Roi-CLEVE- 
LAND air tools. On a tie-tamping proj- 
ect, for instance, Tractair delivers 
enough air to run eight standard Le 
Roi-CLEVELAND tie tampers. 

And it can be equipped to give your 
men a hand —and cut costs — on other 
M/W jobs. With attachments, it lifts, 
loads, augers, mows, backfills, powers 
a winch, and does the work of other 
specialized equipment. 








* 


This Le Roi Airmaster Compressor is one of a com- 
plete line of portable, heavy-duty gas and diesel air 
compressors ranging from 60 cfm to 600 cfm. Avail- 
able in railcar and rubber-tired models. 
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Saves time and money on 
tie-tamping and many other M/W jobs 


Low-cost, mobile, air power gives you 
extra hours of usage 


Tractair has good traction and low 
center of gravity. It goes almost any- 
where, climbs embankments, 
works on a two-to-one slope with 
safety. Tractair also has high clear- 


ance. It readily crosses or strad- a 


dles heavy-duty rail — it’s ideal 
for use in multiple track territory. 

The work-equipment officials of many 
roads can tell you that Tractair is truly 
invaluable the year around. See for 
yourself —ask us to show you Tractair 
at work. And — write for job-data 
sheets and bulletins. 


ag 
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Railroad Sales Department 
327 South La Salle Street e 


Chicago 4, Illinois 
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With the snow-plow attachment, Tractair 
poys off-season dividends, clearing yards, 
sidings, loading tracks, access roads, 
Rotary-broom attachment is available also. 
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Do all these jobs — 
and more — 
with TRACTAIR: 


Tamp ties; drive spikes. 
Break pavement. 


Drive moil point for grout- 
ing operation. 


Do ditching, light grading, 
weed mowing. 


Drive earth augers. 


Stockpile ballast, cinders, other 
materials. 


Handle off-season work for B&B, 
Signal, T&T, and Water-Service 
Departments. 


Le Roi-CLEVELAND No. 10 Tie Tamper, 
shown at left, weighs only 36 Ibs. Section hands 
can keep up with the high-speed blows with- 
out tiring. The work is faster and more uniform, 





Here, Tractair runs a le Roi-CLEVELAND 
Paving Breaker to repair a team track 
roadway. You can use Tractair to operate 
other Le Roi-CLEVELAND air tools, also. 
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RUST-OLEUM lasts longer 
..-applied directly over rusted surfaces! 


The Practical, Sensible Answer 
To Your Rust Problems! 


Here’s what RUST-OLEUM can do for you: (1) Cut 
your maintenance costs by saving you time, 
labor and money . .. because RUST-OLEUM may 
be applied directly over rusted surfaces by brush, 
dip or spray after wirebrushing and scraping 
with sharp scrapers to remove rust scale and 
loose rust! Costly sandblasting and chemical 
pre-cleaning are not usually required. 
(2) RUST-OLEUM lasts longer applied over sur- 
faces already rusted. (3) RUST-OLEUM'S tough, 
elastic, rust-resisting film protects signal 
equipment, rolling stock, towers, bridges, metal 
buildings and all rustable metal surfaces. Get 
the complete story from a RUST-OLEUM Railroad 
Rust Preventive Specialist ! See why major rail- 
roads throughout the nation rely on RUST-OLEUM. 


RUST-OLEUM CORPORATION 


2546 Oakton Street e« Evanston, Illinois 


May be applied 
directly over rust 












’ 
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Available in all colors, 
Aluminum and White 





R- 769 


et —— : aa Write for your FREE COPY 
ad a ge of the RUST-OLEUM Catalog, 
— - wi : TODAY! 
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two more of the hundreds of 
work-saving, time-saving 






TOOLS FOR RAILR 


a 





MALL 6P PNEUMATIC 
“TWO MAN” CHAIN SAW 


MALL offers you a complete line of pneu- 
matic, gasoline, and electric chain saws for 
land clearing, tie cutting, and bridge build- 
ing. Model 6P (above) is ideal for use where 
air compressors are available—in tunnels or 
caissons where gas or electric models cannot 
be used. 


Designed to 
speed a great many different 
shop jobs, the 4EW tightens and re- 

moves nuts and bolts up to 7”. It’s perfectly 
balanced for easy handling. ..and every single 
part of this heavy duty maintenance tool is 
built to stand up under the toughest kind of 
treatment. 

40 Factory-Owned MALL Service Warehouses, Coast 

to Coast, To Give You Fast, Dependable Service 

| eabwabe 16 aie~) eivaaaiin car eeigie santas a 














7738 S. Chicago Ave. 

MALL TOOL CO. Chicago 19, Illinois. 
| Send me complete details about MALL | 
| 0 Chain Saws, 0 Impact Wrenches | 
| Name. | 
| Railroad. 
| Address | 
a ru-in | 
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than one foreman to this work be- 
cause, in my experience, no two 
foremen on any rail-renewal job 


| can carry the same gage. 





After one rail has been laid to 
perfect gage renew the other rail 
and gage with the same gaging 
foreman. This is the only way 
you will obtain proper line and 
gage. Before you return the track 


to scheduled speed, see that 
enough rail-holding spikes and 
plate-holding spikes have been 


placed to maintain proper gage. 


Line Track Before Renewal 


By Joun L. DELL 
Track Supervisor, Baltimore & Ohio, 
Garrett, Ind. 

When renewing rails it is gen- 
erally more practical and econom- 
ical to gage the first line of new 
rails to the remaining line of old 
rail, regardless of existing irregular 
gage. 

Immediately preceding rail re- 
newal, the track should be very 
carefully lined without regard to 
the kinks, due to irregular gage, 
left in the “gage” rail. The first 
line of new rail should then be set 
in opposite the straight “line” rail 
and gaged to it. Most of the irreg- 
ularity will be eliminated with the 
gaging of the first string of new 
rails. 

Since there will usually be some 
deflection in the joints of the old 
rail, new rails should not be gaged 
opposite the old joints, and in ex- 
treme cases the ties adjacent to 
the joint should also be jumped. 
While this will leave irregular 
gage, this defect will be eliminated 
when the second string of new 
rail is gaged to the first. 

Before gaging any rail it is very 
important that the tie plates be 
straightened so that the rail will 
rest freely between both shoulders 
of the plate, with no strain or 
distortion in line. Too often the 
new rail is gaged at every third 
or fourth tie, while one shoulder 
of the intermediate plates will be 
under the rail. Within a few days 
this may result in track with more 
irregular gage than existed in the 
old rails. Careful study will indi- 
cate that the tie plates should be 
straightened mechanically with a 
jig or some device that will place 
every plate in correct position rela- 
tive to the other rail. Hand labor 
is much too expensive for such an 
operation, 








Unless spike holes are bored, 
gage spikes should be carefully 
driven their full length by hand. 
If the spikes are only started and 
later full driven by a mechanical 
spiker there will be deflections and 
the gage will not be correct. Con- 
sidering the effect on crossties of 
repeated respiking, it would seem 
that boring holes for all spikes 
would be a great saving. Certainly 
when new rail is placed in the 
track, the gage should be correct 
so that respiking will not be re- 
quired within a short time. 

At locations such as station plat- 
forms, bridges and highway cross- 
ings the rail gang occasionally will 
find the ne cannot be lined in 
preparation for rail laying. At such 
locations the first string of new 
rail should be lined with an in- 
strument and spiked without re- 
gard for gage. The second string 
of rails should then be gaged to 
the first. At such locations it is 
often necessary to lay in both 
strings of rails before a train is 
permitted to operate over the 
track, as the variation in gage may 
be dangerous. Under such condi- 
tions, the efficiency of large rail 
gangs may suffer. 

(Continued on page 74) 





PERMACRETE 
Sectional Concrete 


@Radio ® Microwave 


® Telephone 
®@ Storage 


2 ft. 


wide module Roofs, Floors, Walls 





6 ft, 8 ft., 12 ft., wide Buildings — 
Lengths in increments of 2 ft. for main- 
tenance free structures for equipment or 
personnel shelters. Weatherproof and fire- 
proof — shipped knocked down for easy 
field assembly. 


pRODU 
COLUMBUS 7 





Booths Foundations Crossing Slabs 
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NO MORE TRENCHING! 
NO MORE JACKING UP TRACK! i: 


this WOOLERY : 








TIE-REMOVING TEAM 

















NOW ELIMINATES SLOW, 
COSTLY METHOD 










After the tie has been cut on both sides 
by the WOOLERY Tie Cutter, the oper- 
ator of the Tie-end Remover—(who fol- 
lows closely behind so that operators can 


pistons 
completely 


assist each other in removing machines 
from track)—lifts the center section out 


with tie tongs. 





A double-ended hydraulic cyunder is 
then lowered into the tie bed. 
ple turn of the valve moves these two 
outward, 




















working with single or double shoulder 
tie plates! The crib is now open— 
and only the necessary amount of bal- 
last is removed to admit the new, tie. 


A sim- 


pushing the tie-ends 
clear of the rail—whether 





Use the WOOLERY TIE-END RE- 
MOVER in conjunction with the 
improved model NU WOOLERY 
TIE CUTTER! It’s the perfect 
team for greater savings on tie re- 
newals—and gives smoother, safer 
track, too! 


The trend toward heavier rail 
and double shoulder tie plates has 
made removing tie-ends increas- 
ingly difficult. With the WOOL- 
ERY Tie-end Remover, this task 
can now be done in less than a 
m'nute by one man with no more 
effort than that required to turn a 
valve! 


WOOLERY 


MACHINE COMPANY 
2919 Como Ave. S. E., Minneapolis 14 








Economical 


HOUSING tor REPAIR CREWS 


“Off the Road” 


RICHARDSON mobile units furnish an economical 
way to house repair crews, keeping repair trains off the 
road. These mobile units sleep crews comfortably. Many 
railroads have found the use of these RICHARDSON 
units a practical and convenient manner in which to 
move crews from place to place. 








For complete information and prices write directly to 
the RICHARDSON factory. 
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ELKHART, 


INDIANA 
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USE Q AND C STEP JOINTS 
FOR DEPENDABLE SERVICE 





( and C Compromise Joints are well reinforced 
and made of alloy electric cast steel or of rolled 
and forged steel, heat treated, to resist the impacts 
of heavy service. 


If you will specify the average allowance for head 
wear on old rails we can provide the best possible 
surface to prevent batter on the rail ends and to 
reduce maintenance costs. 


~ 


Ask for Q and C Step Joints on your requisitions. 


THE Q AND C CO. 


90 West St. 611 Olive St. 
New York 6 St. 


59 E. Van Buren St. 


Chicago 5 Louis 1 
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Regardless of method, correct 
gage is one of the most important 
factors in rail renewal. Irregular 
gage has a bad effect on the riding 
condition of track. Regaging is 
costly in labor and tie damage. 


Close Supervision Important 
By H. W. KEeLLocc 


Engineer of Track—Northern Region, 
Chesapeake & Ohio, Detroit, Mich. 


When renewing rail on any track 
the first line of new rail should be 
gaged to the line of the old rail 
that remains in track in order to 
keep the operation of trains safe. 
However, when gaging the first 
line of rail the foreman in charge 
of the gaging crew should pay 
particular attention to the line of 
the old rail, observing any joints 
that are cocked either in or out, 
or any great irregularities in gage 
due to bent rail. He should make 
allowances for these conditions so 
that the new rail will not be gaged 
to any extreme irregularity. By 
paying close attention to this 


particular operation in gaging he 
will eliminate the .small irregular- 
ities of gage existing in the old rail. 

When laying the second line of 
new rail it should be. carefully 
gaged to the first line. Track which 
has good gage should result from 
this procedure after it has been 
surfaced and lined. 

It is my opinion that one of the 
most important operations in 
laying rail is close supervision of 
the crew that is doing the gaging; 
the most reliable men and the best 
spikers should always be used. 


Relay Gage Rail First 
By L. W. Howarp 


Valuation Engineer, Illinois Central, 
Chicago 


To avoid the transfer of bad gage 
to track being relaid with new rail, 
it is always good practice to relay 
the gage rail first. This gages the 
first line of new rail to the line 
rail of the track and transfers the 
old line to the new gage rail. If 
this practice can be followed, the 
second line of rail relaid, which is 
the line rail, should be in the same 





position as the old line rail and 
the effect of irregularity on the 
gage of the old rail should be 
eliminated. If the line rail were the 
first relaid, gage irregularities in 
the old rail would produce relaid 
track which is badly out of line. 

When relaying curves it is also 
best to relay the inside or gage rail 
first. This takes advantage of the 
fact that line is usually better than 
gage on curves. It may not be 
possible to relay the inside rail 
of a curve first in all cases. This 
is especially true if rail of a higher 
section than that removed is being 
placed. In some instances, this 
could introduce zero or negative 
elevation in the curve. In such 
cases where heavier rail replaces 
lighter and the inside rail of a 
curve is laid first, the supervisor 
must carefully check the super- 
elevation remaining in the curve 
after the inside rail is relaid so 
that a proper slow order can be 
issued to permit safe movement of 
traffic until full elevation is re- 
stored. 

It is best, at all times, to follow 
the practice of renewing the gage 
rail first, regardless of the gage 
condition of the old rail or whether 

(Continued on page 76) 








Pneumatractor aix output raised 19%... 
25% to 50% added tool capacity! 


Of course you know the Pneumatractor, that off-track, 


go-anywhere compressor that tows, lifts, loads, hoists, 
augers, snow-plows and performs dozens of other 
tasks besides supply air for tie tamping and other 


track and structure jobs. 


Now the Pneumatractor gives you something else, 
along with other Schramm exclusives. With air output 
stepped up from 105 to 125 cubic feet of actual air 
per minute, the Pnevmatractor now services 10 to 12 


tampers or similar tools instead of eight. 


Learn more about the versatile double-dividend 
maintenance tool that has made such a hit that one 
railroad now uses over 100 throughout its system. 
Write for catalog 5340 to Railway Sales Department, 


Schramm, Inc., West Chester, Pennsylvania. 


A SIZE AND MODEL 
FOR EVERY AIR NEED 
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TWO INTERNATIONAL TD-14A crawler tractors 
with matched scrapers restore embankment 
near Thrall, Texas, following replacement of 
old rails with new 115-pound rails. 


INTERNATIONAL sisailin used by Missouri Pacific 
Railroad on widespread improvement program 


Playing a big part in the Missouri Pacific’s 
planned progress are. INTERNATIONAL crawler 
tractors with matched dozers and scrapers. 
Hundreds of off-track jobs are being com- 
pleted daily with speed and economy. And 
when it comes to ease of operation, listen to 
what dozer operator C. J. Miller has to say: 
“IT like the way this TD-14A handles, 
whipping around a telephone pole or hold- 
ing a steady line just inches away from 
the railroad tracks. In this work you have 
to be able to look where you’ re going and 
£0 where you look. You’ve really got it 


made with a TD-14A.”’ 

Seven powerful models of reliable INTER- 
NATIONAL crawler tractors with matched equip- 
ment are ready to do the job faster and better 
for you. And now the high-speed INTERNA- 
TIONAL two-wheel, rubber-tired tractors with 
scrapers round out the complete earth-moving 
line that comes in the Big INTERNATIONAL 
Package. 

Check with your International Industrial 
Distributor today. He’ll gladly arrange a 
demonstration of any INTERNATIONAL equip- 
ment... anywhere, any time you specify. 


INTERNATIONAL HARVESTER COMPANY, CHICAGO 1, ILLINOIS 














INTERNATIONAL 





4 For every move in Earthmoving 






*Phased Equipment— Machines designed and built to handle each oy 





major phase of earthmoving most efficiently and economically. 
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“‘Job-Phased” equipment 
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Protection You Buy 
TIME-TESTED Like 
TAPECOAT 


.-. the Quality 
Coal Tar Coating 





There is one dependable 
yardstick for measuring 
the quality of protective 
material: How does it 
stand up over years of 
service? 

You don’t have to ex- 
periment when you 
specify TAPECOAT. It is 
quality coal tar coating, 
and coal tar is nature’s 
own defense against cor- 
rosion. 

Since 1941, when it 
was introduced as the 
first protective coating 
in handy tape form, 
TAPECOAT has proved its 
ability to keep vulner- 
able steel surfaces in 
“like new’’ condition 
year after year. That’s 
why it is specified. by 
those who know that 
continuing protection 
is the first considera- 
tion. 

For 13 years, TAPE- 
coaT has provided de- 
pendable protection on 
pipe, pipe joints, tanks, 
etc., above ground and 
under ground. 

TAPECOAT comes in 
handy rolls in widths 
from 2” to 24”. It’s easy 
to apply and the coal tar 
provides both bond and 
protection at the same 
time. 





























Write for brochure and 
recommendations on your 
corrosion problem. 


The 
TAPECOAT 


Company 


Originators of Coal Tar 
Tape Protection 


1541 Lyons Street - Evanston, Illinois 
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the track is tangent or curved. The 
only exceptions occur in instances 
where negative elevation or reverse 
curvature is encountered. 


Recommends Gaging Machine 


By W. M. S. Dunn 
General Roadmaster, New York, Chicago 
& St. Louis, Bellevue, Ohio 


If rail is being renewed on track 
where the gage is irregular, it is 
not necessary, in my opinion, to 
gage the first line of new rail to 
the old rail for the reason that 
there is a gaging machine avail- 
able. This machine produces very 
uniform results if one line of the 
old rail is spike lined and the ma- 
chine is operated on this rail when 
laying the first line of new rail. 
The second line of new rail is 
then laid from the first line without 
regard to the existing gage. 

Where hand methods are used 
in laying new rail it is necessary 
to gage to the old rail. It is, how- 
ever, possible to eliminate some 
irregularities by “eye lining” and 
spiking. This method is satisfactory 
providing the variation in gage 
between the first line of new rail 
and the line of old rail is not too 
great. If the gage variations are 
large, it will be necessary to gage 
to the old rail and line the track 
immediately after the new rail 
is laid. 


Gage to the ‘‘Line Rail’’ 


By Joun C. Rouse 


Roadmaster, Southern Pacific, 
Glendale, Ore. 


Generally speaking, every rail- 
road has a standard that designates 
one rail or the other as the given 
“line side” and it is customary for 
various reasons to lay the “gage 
side” first on tangents. The line 
side will no doubt be in good line 
while there may be quite a vari- 
ation of gage on the gage side. 
These irregularities of gage will 
be corrected if the gage side is 
laid first, but, if the line side should 
be laid first, then the poor gage 
will be put right back into the 
line side. One has to lay only a 
small stretch of rail on the line side 
and then lay the gage side to 
appreciate what a difference there 
is in proper selection of the first 
side to be laid. 

It has always been my practice 


to lay the low rail on curves first, 
then, when the high rail is laid, 
there will be no need for slow 
orders to protect bad line. 

It is an easy matter for the fore- 
man to control the creeping of the 
joints on the low rail if it is laid 
first. This may be accomplished by 
using short rails or by cutting so 
there should be no_ excuse for 
laying the high side first. 

When the new rail of a heavier 
section is laid on the low side first, 
one must not overlook the necessity 
of reducing the train speed around 
curves because of the difference in 
elevation. 

The proper speed for the change 
of elevation can be ascertained 
from the rules and specified by 
train orders, with further protec- 
tion by signals, until both sides of 
the curve have been laid. 

There is a very important ex- 
ception to this rule of laying the 
low rail first and that is when 
laying in light-curve territory and 
the new rail is of a heavier section 
than the rail on the low side. In 
this instance, the new rail will be 
higher than the outside rail; in 
other words, the elevation becomes 
reversed. In this case, one has to 
lay the outside rail first, regardless 
of the quality of work obtained, 
unless the curve is short and both 
sides can be laid the same day. 

The question of which side of 
a switch to lay first is controlled 
by a multitude of circumstances 
and no set rule can be given except 
that, where possible, lay the frog 
side first. 





NEW BOOK 





Notes on Railroad Location and Con- 
struction Procedures, from the School of 
Experience. By J. A. Given, retired loca- 
tion engineer, Southern Pacific Company. 
Published by the American Railway En- 
gineering Association, 59 E. Van Buren 
St., Chicago 5. Forty-three pages, 72 in 
by 5 in. Price: $.50 for single copies, 
$.40 for two to twenty-four copies, and 
$.35 each in lots of twenty-five or more. 

The book contains chapters on Re- 
connaisance, Preliminary Surveys, Loca- 
tion, and Construction, all of which 
include a large amount of practical data, 
short-cuts, and  “tricks-of-the-trade”— 
learned the hard way in the school of ex- 
perience and from the author’s associa- 
tions with other experienced engineers. 
This material is not to be found in the 
usual textbook. The discussion of field 
work is prefaced by a general chapter 
which contains valuable suggestions re- 
specting the personal qualifications of 
engineers and their relationship to engi- 
neering work. 
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THE MONTH'S NEWS 


Railway Personnel 





General 


D. D. Hogue, assistant to division 
roadmaster on the Great Northern at 
Great Falls, Mont., has been appointed 
assistant trainmaster with headquarters 
at Vancouver, B. C. 


Engineering 


Frank M. Kaylor, bridge and building 
supervisor at Valdosta, Ga., has been 
promoted to assistant division engineer 
at Knoxville, Tenn., to succeed "tobert 
K. Seals, who has been advanced to divi- 
sion engineer at Greensboro, N. C. 


H. F. Bird, supervisor of bridges and 
buildings on the New York Central at 
Syracuse, N. Y., has been promoted to 
district engineer of structures, Line East 
and Boston & Albany, with headquarters 
at New York, to succeed K. L. Miner, 
who has retired after 42 years of service. 


A. L. Ray, supervisor of track on the 
Grand Trunk Western at Durand, Mich., 
has been appointed to the newly created 
position of division engineer, Detroit 
division, with headquarters at Detroit. 
The position of assistant engineer, De- 
troit division, has been abolished. 


Harold L. Pitner, assistant engineer on 
the Milwaukee at Chicago, has retired. 

Mr. Pitner attended Cornell University 
where he received a B.S. degree in civil 
engineering in 1913. He began his rail- 
road service with the Milwaukee in the 
engineering department at Spokane, 
Wash., in April 1926. He later served in 
various engineering capacities in Miles 
City, Mont., and at Savanna, IIl., before 
being transferred to the road’s general 
offices at Chicago in November 1938. 


A. P. Crosley, assistant engineer, 
maintenance of way on the Reading at 
Philadelphia has been named engineer, 
maintenance of way at that point, suc- 
ceeding T. E. MacMannis, who has re- 
signed. 

(Continued on next page) 





Pardon Our Slip 


In the “What's the Answer” col- 
umn which appeared in the Aug- 
ust 1954 issue of Railway Track 
and Structures, we erroneously re- 
ported “‘8-ft"’ as the flotation depth 
of the empty steel tank mentioned 
in the first paragraph of R. A. Van 
Ness’ article on ‘Anchoring Fuel- 
Oil Tanks.” This should have read 
8-in. 
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Bantam Spots 1500 |b. 


Adzer in 1% Minutes... 
| 
| 


--* 
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--ontTra 
To solve their adzer machine han- 
dling problem, which formerly re- 
quired 8 to 10 men a quarter-of an 
hour to remove and replace on the 
rails, C. V. Formaker, Supt. of Const. 
and Maint., brought in a high-speed, 
truck - mounted BANTAM and now 


does the same job with 1 operator and 
2 guide men in just 11% minutes. 


Saves on Other Jobs, Too 
Formaker also reports that their 


a 
k Job for W.C.F.&N. Railroad 
BANTAM, with 6-ton capacity, has 
cut costs and saved manpower on 
many other kinds of lifting and ex- 
cavating jobs. He claimed: “We add 
whole days to our work schedule on 
widely scattered jobs like , bridge 
building and repair . . . track relay- 
ing . . . cleanup and utility work .. . 
yard stockpiling, with our BANTAM. 


It’s the handiest ‘one-man’ work 
gang we have.” 


Find out how you, too, can cut job costs and save manpower for your 
road, with a versatile high speed BANTAM, working with any of NINE 
FAST CHANGE ATTACHMENTS. 


A BANTAM easily handles 
any of these jobs: 

e Bridge Repair 
Leveling Right-of-Way 
Pile Driving 
Lifting Ties and Rails 
Repairing Grade Crossings 
Widening Banks 
Removing Tracks and Debris 
Clearing and Grading 
Stockpiling Materials 
Pouring Concrete 
Digging Sump Holes for Drainage 
Loading out Strings, Caps and 


Braces 
— nical 
CLIP eee Nome Title 








BANTAM is also avail- 
able as ¥@ cubic yard 
crawler. 


RT-4 






























C 
Mail Today for more infor- 1 pony 
mation about the BANTAM , Address. 
City State 





SEND INFORMATION ON: 
[(_] Name of nearest Bantam Distributor 
[_] New 200 Crane Carrier 
(_] Crawler Mounted [_] Truck Mounted 
[_] Concrete Bucket (] Pile Driver 
COMPANY - 284 Park St., Waverly, Ia.,U.S.A. ([] Clam [[] Crone [[] Drag ["] Shovel 
WORLD'S LARGEST PRODUCER OF ([] Bock Hoe [_] Bockfiller [—] Magnet 
TRUCK -CRANES AND EXCAVATORS op oem mee eee oe oe ee oe oe oe 


BZ, PO 7-7 ; 
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Railway Personnel (Cont’d.) 





A. M. Schofield, assistant division en- 
gineer on the Pennsylvania at Williams- 
port, Pa., has been named division engi- 
neer at Chicago. F. S. King, supervisor 
track at Mansfield, Ohio, succeeds Mr. 
Schofield as assistant division engineer 
at Williamsport. 


Foster R. Spofford, assistant to chief 
engineer of the Boston & Maine has been 
appointed engineer, maintenance of way, 
with headquarters continuing at Boston, 
Mass., to succeed Harold F. Fifield, who 
has retired after 42 years of railroad 
service, during 26 of which he held the 


above-named position with the B&M. 
Henry S. Ashley, assistant engineer, 
maintenance of way, at Boston, has suc- 
ceeded Mr. Spofford as assistant to chief 
engineer; Oscar C. Benson, division engi- 
neer of the Terminal division, has re- 
placed Mr. Ashley; Thomas K. Dyer, 
assistant division engineer, has been ad- 
vanced to division engineer: and Jacob 
S. Andrews, supervisor of welding at 
Boston, has been promoted to assistant 
division engineer to succeed Mr. Dyer. 

Mr. Spofford was born March 26, 
1906, at Phillipsburg, N. J., and grad- 
uated from Tufts college in 1927. He en- 
tered railroad service on March 1, 1929, 
with the Delaware, Lackawanna & West- 
















USE TIE PLATE 
LOCK SPIKES 


for Minimum Annual Cost 
of Ties in Track 


ad 


e hold gage’ prolong life of ties 
® save maintenance expense 


LOCK SPIKES hold tie plates firmly in place on cross-ties and 
bridge timbers. They are quickly and easily driven, or removed. 
with standard track tools. Driven to refusal, the spread shank 
is compressed by the walls of the hole. Tie plates are held against | 
horizontal and vertical movement under spring pressure. Play be- 
tween the spike and the hole is eliminated—gage is held and 
plate cutting is overcome. 

LOCK SPIKES not only become integral with the tie plate, bvi 
also the lateral pressure by the legs against the sides of the tie 
hole, binds the spike in the tie. This unique feature gives tight 
adhesion between tie and plate. } 

LOCK SPIKES were first installed in 1947. Since they have been | 
in track, no maintenance whatever has been required. Cost of 
installing in track is low and comparable to cut spikes. The ad- 
vantages and saving only found in Lock Spikes reduces the annual 
cost of ties in track and maintenance expense to a minimum. We 
invite your investigation. 


BERNUTH, LEMBCKE CO., INC. 
420 Lexington Avenue, New York 17, N. Y. 





OCTOBER, 1954 


































ern, and in October 1929 he joined the 
B&M _ as a structural draftsman at Bos- 
ton. He subsequently served as assistant 
of bridges 


supervisor and buildings, 





Foster R. Spofford 


supervisor of bridges and buildings, and 
assistant division engineer until 1952, 
when he was appointed assistant to chief 
engineer. 

J. H. Brown, whose appointment as 
assistant division engineer on the Frisco 
at Ft. Scott, Kan., was recently an- 
nounced (RT&S, Sept., p. 88), was born 
at St. Louis, Mo., November 27, 1926. 
He began his railroad service with the 
Frisco in September 1948 following his 
graduation from the University of Mis- 
souri with a B.S. degree in civil engi- 
neering. After serving as a student ap- 





J. H. Brown 


prentice at Chaffee, Mo., and at Mem- 
phis, Tenn., between September 1948 
and September 1950, Mr. Brown was 
appointed student supervisor at St. 
Louis, Mo. The following month he was 
named assistant roadmaster on the south- 
western division south at Ft. Worth, Tex. 
In May 1951 he was promoted to road- 
master on the River division at Chaffee, 
Mo., and served at that point until his 
recent promotion. 


W. G. Stagge, whose promotion to 
division engineer on the Baltimore & 
Ohio at Newark, Ohio, was announced 
recently (RT&S, September, p. 90), was 
born on February 1, 1915 at Cincinnati 

(Continued on page 80) 
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Low cost protection 
for insulated 


joints 


You are looking at an expensive installation on 
any right-of-way. The insulation in this joint 
is costly ...and when it breaks replacement 
costs are very expensive. 


Burkart Tie Pads, installed on joint and shoul- 
der ties of insulated joints, absorb the shock of 
impact and materially reduce wear and damage 
to the insulation. Averaging only 15% to 25% 
of the cost of insulation, the Burkart Tie Pads 
shown above are truly low cost protection. 


Add this to the extra life these pads give to 
the ties themselves and you have a typical 


TIE PAD 


/ \" a ~~ . ae x 
with the permanent seal 





example of why M/W engineers specify Burkart 
Tie Pads wherever track maintenance costs 
are high. 


SEE FOR YOURSELF how rugged Burkart Tie 
Pads save money at other trouble spots—on 
bridge ties, switches, curves, even on your 
straightaways. Send for sample, prices or addi- 
tional information. If you wish, an experienced 
Burkart technical representative will gladly 
consult with you. 


All Burkart Tie Pads are coated to provide o permanent seal. 


F. BURKART MFG. CO., Railroad Tie Pad Division 


DIVISION OF TEXTRON, INC., 4900 NORTH 
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Model 363 shown with car unloader. Lengths 





to 35 feet. Capacities to 200 tons per hour. 
Swivel wheels for radial stock piling. 
Wide range of accessories, including screens. 


MOVE bulk materiais the cheapest way. 


MOVE sang, gravel, cement, wet concrete, 
coal, coke, ashes, chemicals — almost 
any bulk material. 


MOVE with machines that are truly portable 
— easily moved around the yard, or 
towed on the highway. 


MOVE materiais continuously with less 
horsepower, less labor, less cost. 


MOVE today toward greater profit. 


Model 374 shown with flanged 
wheel for radial stock piling. Avail- 
able with steel wheels or pneu- 
matic tires. Lengths to 60 feet. 
Capacities to 430 tons per hour. 
Wide range of accessories, includ- 
ing vibrating screens. 


Let us show you how Barber-Greene can reduce your costs. 


Barber-Greene 


WRITE for INFORMATION 


descriptive literature... sound GF movies 
cost G studies...nearby job inspection... aa 
80 OCTOBER, 1954 

















Railway Personnel (Cont'd) 





Ohio, and was graduated in civil engi- 
neering from the University of Cincin- 
nati. Entering the service of the B&O in 
November 1938 as a blueprinter at 
Cincinnati, he was later appointed assist- 
ant on the engineering corps. In Sep- 
tember 1941 Mr. Stagge joined the 





W. G. Stagg 


armed forces as a second lieutenant and 
served through March 1946, having at- 
tained the rank of major. Upon his re- 
turn to the railroad in June 1946, he was 
appointed assistant division engineer at 
Newark, and in September 1947 was 
transferred in that capacity to Balti- 
more, Md., where he was serving when 
he received his recent promotion. 


Henry W. Neuebaumer, who has been 
appointed division engineer on_ the 
Southern Pacific at San _ Francisco 
(RT&S, September, page 86) was born 
at Oakland, Calif., November 28, 1908. 
He began his railroad service with the 
Southern Pacific as rodman at San Fran- 
cisco in June 1927. He later progressed 





Henry W. Nevebaumer 


up through the engineering department 
to the position of assistant engineer, but 
during the depression period he worked 
on various track, B&B and water service 
gangs as a laborer, and later as a fore- 
man. In 1941 he Was promoted to gen- 
eral foreman on the Coast division and 
the following year was made roadmaster 
on the Los Angeles division at Los An- 
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geles. He was named assistant division 
engineer at Los Angeles in 1944 and 
served in that capacity until being ap- 
pointed construction superintendent at 
Los Angeles in 1949. He was again ap- 
pointed assistant division engineer in 
1951, this time on the Sacramento divi- 
sion at Sacramento, the position he was 
holding at the time of his recent pro- 
motion. 


Track 


Thomas C. Cobble, assistant supervisor 
of track on the Southern at Clinton, 
Tenn., has been prjomoted to supervisor 
of track at Asheville, N. C., to succeed 
John H. Hall, who, as announced else- 
where in these columns, has been ap- 
pointed bridge and building supervisor 
at Valdosta, Ga. Roy Hixon, supervisor 
of track at New Orleans, La., has been 
transferred to Lawrenceburg, Ky., to 
replace John T. Marlowe, who has been 
transferred to Ludlow, Ky., and Joseph 
C. Montz, assistant supervisor of track 
at Cincinnati, Ohio, has been promoted 
to succeed Mr. Hixon at New Orleans. 
Denman H. Phillips, assistant supervisor 
of track at Knoxville, Tenn., has been 
advanced to supervisor of track at Clin- 
ton, Tenn. Weston R. Yocum, has been 
appointed assistant supervisor of track at 
Danville, Ky., to replace Farris Schack- 
elford, who has been transferred to East 
St. Louis, Ill. 

Mr. Cobble was born on September 25, 
1908, at Midway, Tenn., where he en- 


tered the service of the Southern as a 
track laborer in June 1923, transferring 
to Mosheim, Tenn., in August 1936. He 
was appointed section foreman at Mid- 
way in August 1937, in which capacity 
he served at various locations until No- 
vember 1951, when he was advanced to 
assistant supervisor of track at Clinton. 

Mr. Montz was born on March 31, 
1925, at Lions, La. He entered the em- 
ploy of the railway in September 1950 
as a rodman at New Orleans, becoming 
junior engineer there in November 1951. 
In March 1952 he was made student ap- 
prentice at Cincinnati, and since June 
1952 has served as assistant supervisor 
of track at that location. 

Mr. Phillips was born on August 7, 
1919, at Coosa, Ga. Entering the South- 
ern’s service as a section laborer at 
Ellenwood, Ga., in November 1937, he 
became relief section foreman there in 
March 1940. After serving in various 
capacities along the railway, he was 
made section foreman at Atlanta in June 
1946, and was appointed assistant super- 
visor of track at Knoxville, in Novem- 
ber 1951. 


J. C. McConnell has been appointed 
acting roadmaster on the Rock Island 
at Belleville, Kans., succeeding M. John- 
son, who is off because of illness. K. H. 
Carl has been named acting roadmaster 
at Herington, Kans., in place of A. Mills, 
who is on leave because of illness. Lee 
K. Dunn has been made acting road- 
master at Haileyville, Okla., in place of 


R. Stephenson, who is also on leave be- 
cause of illness. G. M. Brum, who has 
been on leave since June because of ill- 
ness, has returned to his position as 
roadmaster at Enid, Okla. 


C. W. Carlman, assistant supervisor of 
track on the Detroit division of the 
Grand Trunk Western, has been ap- 
pointed acting supervisor of track on 
the Holly and Saginaw subdivisions with 
headquarters at Durand, Mich., succeed- 
ing A. L. Ray, whose promotion to 
division engineer is noted elsewhere in 
these columns. 


Thomas F. Carter, Jr., assistant chief 
engineer on the Missouri-Kansas-Texas at 
St. Louis, Mo., has been named chief 
engineer at that point, succeeding Ken- 
neth H. Hanger, who has retired after 
34 years of service. 


George Trembecki, relieving road- 
master on the Canadian Pacific at Cal- 
gary, Alta., has been promoted to road- 
master at Kneehill, succeeding G. Stewir, 
who has been transferred to Wetaskiwin, 
Sask. Mr. Stewin replaces J. P. Rogiani, 
who died recently. J. Marik, assistant 
roadmaster in charge of ballasting on the 
Maple Creek subdivision, has been pro- 
moted to roadmaster at Empress, Allta., 
succeeding S. Brownstone, who has been 
transferred to Winnipeg. 


J. Kramski, assistant roadmaster on 
the Canadian Pacific at Chaplin, Sask., 
has been promoted to roadmaster at 

(Continued on page 84) 











BLAW-KNO 
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This BLAW-KNOX bulletin 
will help you cut your 
tie-handling costs! 










RAILROAD 


TIE-GRAPPLES 





BULLETIN 2404 gives the complete details, operating 
benefits and structural advantages of Blaw-Knox Railroad 
Tie Grapples that result in fast, safe, low-cost rehandling. 

It explains how you can average from 7 to 12 
ties per grab from gondola cars. 

It describes how one Blaw-Knox Grapple handled 324 ties 
in 45 minutes, from a railroad car to a stock pile! 
Another grapple averaged 486 ties every 45 minutes. 

Performance like this is the result of the 
collaboration of some of America’s leading 
railroad men and the many years of Blaw-Knox 
experience in designing and building grapples. 


BLAW.KN, 
BLAW-KNox OX COMPANY 





PiTTsay 
8, 
Offices In Principaj a 
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RACIN 





@ LIGHT IN WEIGHT (only 165 Ibs.) — Mounted 
on rolfers without outboard supports, this drill 
can be handled and operated by one man. 


@ POWERFUL — FAST — Finished holes can be made 
in one to two minutes depending on drill size and 
web thickness. Handles all size drills — fits all rails. 


@ AUTOMATIC POWER FEED — Special type 
automatic power feed insures predetermined drilling 
time per hole. Definite output per man-hour can 
be established. Drill life is greatly extended because 
Racine’s controlled power feed prevents over-feed 
and drill breakage. 


@ PRECISION BUILT — An accurate, rugged drill press 
designed on horizontal lines. Gas-engine powered 
and built to machine tool precision. 


HYDRAULICS & 
A C N E MACHINERY, INC. 
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Tunnel Rails 





Structural Steel 


Bridges & Rails Subject to Salt Spray 


Rails Subject to Drippage from Refrigerator Cars 






BROOKS 


arcote 


Brooks Barcote, which sets to a 
semi-hard coating of pure lubricant, 
provides exceptional corrosion pro- 
tection in all the applications indi- 
cated. This new leaded-petroleum 
compound produces a film which 
expands and contracts without flak- 
ing, cracking, pulling away or blis- 
tering. Barcote resists the action of : © Has penetrating action sufficient to 
: . . carry it behind scale and through rust 
salt water, is soluble in petroleum 
solvents and never clogs spray 


equipment. THE BROOKS OIL CO. 
Write for Brooks Pamphlet 67. Since 1876 
Executive Offices and Plant, Cleveland, Ohio 
Executive Sales Offices, Pittsburgh, Pa. 
Canadian Offices and Plant, Hamilton, Ontario 
Cuban Office, Santiago de Cuba 


Warehouses in Principal Industrial Cities 
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® Low cost, with long service 


© Flows at 0° F 
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There’s a SIMPLEX JACK ? 
to Do Every RAILROAD JOB 


Faster- 


Easier 





- 





Fast Acting 
TRACK JACKS 


15 ton capacity. The jacks 
set much more firmly and 
stand straighter under tie 
(without damage) or rail, 
due to large area toe 
lifts. Trip from either 
side. Two models have 
light weight aluminum 
housings. 


ALSO: Tie removers and 
replacers. 




















Standard Speed 
BRIDGE JACK 


The new A2515 25- 
ton jack has an alum- 
inum alloy ——. 
which weighs only 
pounds. 9-in. lift elim- 
Inates fre-setting in 
bridge work. Recom- 
mended for use with 
jack support. 


ALSO: A complete line 
of hydraulic jacks and 
pullers. 





Versatile BRIDGE JACK 


Lifts, pushes, pulls 15-tons 
on cap, toe or bolt at- 
tachment. Ideal for shim- 
ming, lining, painting and 
replacing timber decks. 
Two base sizes to fit be- 
tween ties. Ratchet lower- 
ing for safety. Double 
socket permits use in 
close quarters. 











ALSO: Push and pull jacks for piling. 















Time-Saving 
TIE SPACER 


Straightens, Spaces Ties. 
Pumps Rails. Easily ap- 
plied and removed. Slides 
along top of rails. 





RAIL EXPANDERS for the 
Maintenance and Signal Departments 





Permits one man to replace a rail pound- 
ing crew! For lining crossings and 
switches, pushing or pulling continuous 
rail, controlling expansion or contrac- 
tion with no interruption of service. 
With lever socket locked down, nothing 
protrudes above rail head. 








woORto's tagGcest 


mPGRS. OF INDUSTRIAL 
MECHANICAL AND HYDRAULIC 


JACKS 


86-MO-TROL JACKS stnny 
UTN-A-TOOL ROL-TOE 









TEMPLETON, KENLY & CO. « 
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Pole Pulling and Straightening 
Jacks for the Signal 
Department 

1 | | 





Two sizes, 5 and 15 tons for pulling 
or straightening all sizes of poles. Pivots 
on base, when desired, to any angle. 
Can also be used for guy wire tighten- 
ing or for pulling underground cable. 
Model A1538—15-ton capacity—available 
with aluminum housing which reduces 
weight 35 pounds. 


ALSO: Cable Reel Jacks for drums 30- to 
96-in. diameter. 


Write for Details 
in Bulletin RR 52 


2543 Gardner Road, Broadview, Illinois 
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Shaunavon, succeeding Charles Wheat- 
ley. Mr. Wheatley has been transferred 
to Wilkie as roadmaster replacing John 
Patrick, who has been transferred to 
Lloydminster, to succeed D. A. Fraser. 
Mr. Fraser replaces G. S. Gustofson, 
who has retired as roadmaster at Swift 
Current after 42 years of railroad service. 
Mr. Kramski began his railroad career 
with the CPR in 1912. He served in vari- 
Ous capacities in the maintenance-of-way 
department until he was appointed assist- 
ant roadmaster at Shaunavon in 1951. 


L. E. Miller, assistant roadmaster on 
the Milwaukee, has been promoted to 
roadmaster at Mobridge, S.D., succeeding 
A. M. Olson, who has been transferred 
to Lewistown, Mont. Mr. Olson replaces 
O. Haanes, who has retired. 


J. M. Rankin, supervisor of track on 
the Pennsylvania at Ashtabula, Ohio, 
has been transferred to Mansfield, Ohio, 
to replace F. S. King, whose promotion 
to assistant division engineer at Wil- 
liamsport, Pa., is noted elsewhere in 
these columns. H. D. Tietken, assistant 
supervisor track at Huntingdon, Pa., suc- 
ceeds Mr. Rankin as supervisor track at 
Ashtabula. C. R. Spence, assistant super- 
visor track at Columbus, Ohio, has been 
transferred to Huntingdon to replace Mr. 
Tietken. W. C. Wettach, junior engineer 
at Mansfield, has been made assistant 
supervisor of track at Columbus, suc- 
ceeding Mr. Spence. 


Firman B. Lindsay, Jr., whose promo- 
tion to supervisor of track on the South- 
ern at Cochran, Ga., was announced 
recently (RT&S, September, p. 94), was 
born on April 8, 1929 at Birmingham 
Ala. Beginning his service with the 
Southern as an extra call boy at Merid- 
ian Miss., in June 1945, he later served 
as section laborer at Atlanta, Ga. He 
became student apprentice at Knoxville, 
Tenn., in June 1951, and one year later 
was made assistant supervisor of track 
at that location—the position he held at 
the time of his recent advancement. 


R. D. White, whose appointment as 
roadmaster on the Frisco at Chaffee, 
Mo., was recently announced (RT&S, 
Sept., p. 92), was born October 30, 1926, 
at Eufaula, Ala., and received a B.S. 
degree in civil engineering from Auburn 
in 1950. He began his railroad service 
with the Frisco at Chaffee, Mo., as a 
student apprentice August 29, 1950. In 
September 1951 he was transferred to 
Springfield, Mo., where he remained 
until being appointed student supervisor 
at St. Louis in September 1952. He was 
appointed assistant roadmaster in March 
1953 and served in that capacity until 
his recent promotion. 


Richard P. Howell, whose promotion 
to supervisor of track on the Pennsyl- 
vania at Logansport, Ind., was an- 
nounced recently (RT&S, September, p. 
94), was born at Sarasota, Fla. on 
November 20, 1927. Following his grad- 
uation in civil engineering from Michigan 
State College in March, 1949 he entered 


(Continued on page 86) 
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rue Temper RAIL ANCHORS 
have this double-jawed 
clamp that won't slip 





@ True Temper rail anchors are built to take a bigger, 
stronger hold... have a double-gripping clamp that pre- 
vents rail creepage. 


The two-piece construction permits better fulfillment of 
a rail anchor’s function. First, the large clamp provides a 
greater bearing surface against the tie. Second, the spring 
serves to hold the clamp tightly against the rail. Each part 
has a single job. Each job is done better. Result: no slippage, 
less maintenance, fewer inspections, complete assurance of 
correct tie alignment and maintenance of proper rail gauge. 


OTHER TRUE TEMPER RAIL ANCHOR FEATURES 
Apply with any standard striking tool 

Not affected by frozen ballast 

Greater protection in case of derailments 

Impossible to overdrive 

Better fit on worn or corroded rails 

Easy and safe to re-install 


TRUE TEMPER 


Railway Appliance Division . Cleveland, Ohio 





TRUE TEMPER RAILWAY TOOLS 


WEED CUTTERS SCYTHES 









BALLAST 
FORKS 





SHOVELS 


HAMMERS 
£ 
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Packaged Masonry Chimney 
For Railroad Buildings 
Goes Up in 3 Man-Hours 
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Van-Packer Chimney gives low-cost safety to this Illinois Central Railroad 
yard office building in Broadview, Illinois 


LOW COST— The Van-Packer Pack- 
aged Masonry Chimney is easily in- 
stalled in 3 man hours or less as 
new chimney or replacement of 
smoke jacks on car repair track 
buildings, maintenance of way 
buildings, small diesel repair shops, 
small passenger stations and freight 
home office buildings. Section-on- 
section design makes installation a 
one man job. Never needs to be re- 
placed. Saves 30% to 50% over brick 
chimney construction. 





Triple connection to ceiling 34% MORE DRAFT—Can be speci- 








ae coe Se fed whee Fx 12” standard 
Laildtne car repair track (ode brick chimneys are used, De- 
velops 34% more draft than brick 
At right is an chimneys, cuts fuel bills. 
exploded view of 
, nes SAVES SPACE—Ceiling suspended 
sonry Safety Van-Packer can be placed directly 
a over heating unit, no wasted space. 
| tration shows 


Chimney is supported with 4X fac- 
tor of safety. Fire-safe, no clear- 
ance to wood rafters is necessary. 


section - on - sec- 
tion construction 
| for ease of in- 


| stallation, even 
Se APPROVED FOR ALL FUELS—Time- 
pleted. tested masonry construction with- 


stands temperatures in excess of 
2100° F. Sections have insulatin 
value of 24” solid brick wall. Liste 
by U.L., A.G.A. for all fuels. De- 
livered packaged and complete, all 
parts provided. 





Phone, write or mail the coupon 


below for all the facts on the 
Packaged Masonry 


U2 an-Packer safety Chimney 








r 
| Brice Hayes | FREE LITERATURE 
Company MMO cocccccccccccccccccsceceseccccce ! 
| 7206 W. Everell Ave. i 
| Chicago 31, Ill. REE ok.nnn.00aesesndsesenieavesinies ] 

NEwcastle 1-6030 | 

! ek ae Oe Baek. ak TOE cis cvcccncssccvasksceoncesersusds | 
1 Van-Packer Chimney for | 
| catlroed bulidings. QI ick cn sdictncsasasktassenebenas | 
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the service of the PRR as a junior engi- 
neer of track in which capacity he 
served consecutively at Chicago and Cin- 
cinnati, Morrow, and Crestline Ohio un- 
til April 1951, when he was advanced to 
assistant supervisor of track at James- 
burg, N. J. In November 1951, Mr. How- 
ell was transferred to Wilmington, Del., 
and in March 1954 to Canton, Ohio, 
where he was serving when he received 
his recent promotion. 

H. C. Archdeacon, whose promotion 
to supervisor of track on the Pennsyl- 
vania at Grand Rapids, Mich., was re- 
cently announced (RT&S, Sept., p. 94), 
was born at Philadelphia, Pa., March 6, 
1928. He served as a cooperative student 
at Drexel Institute of Technology and 
at the same time as chainman with the 
Pennsylvania on the Philadelphia Term- 
inal division. After receiving his B. S. 
degree in civil engineering in 1950, Mr. 
Archdeacon was appointed junior engi- 
neer at Philadelphia at which point he 
served until being appointed assistant 
supervisor track on the Philadelphia divi- 
sion at Lancaster, Pa., in June 1951. 


C. O. Day, whose appointment as 
roadmaster on the Burlington at Edge- 
mont, S. D., was recently announced 
(RT&S, Sept., p. 94), was born at Ran- 
chester, Wyo., April 27, 1912. He began 
his railroad service with the Burlington 


in May 1930 as a _ section laborer at 
Roget, Wyo. After serving as a relief 
foreman and regular foreman from 1937 
to May 1944, he was appointed track 
supervisor, in which position he served 
until being appointed assistant road- 
master at Gillette, Wyo., in August 1953. 
In May 1954 he was appointed acting 
roadmaster at Alliance, Neb., the posi- 
tion he was holding at the time of his 
recent promotion. 


Bridge & Building 


John H. Hall, supervisor of track on 
the Southern at Asheville, N. C., has 
been appointed bridge and _ building 
supervisor of the Georgia, Florida & Ala- 
bama (Southern subsidiary) at Valdosta, 
Ga., with jurisdiction over the St. 
Johns River Terminal Company, at Val- 
dosta, to succeed Frank M. Kaylor, 
who, as announced elsewhere in these col- 
umns, has been promoted to assistant 
division engineer at Knoxville, Tenn. 


G. A. Peirce, master carpenter on the 
Baltimore division of the Baltimore & 
Ohio, has been promoted to general scale 
inspector at Baltimore to succeed E. K. 
Lawrence, who has retired. 


W. J. Jerrow, division master car- 
penter on the Great Northern at White- 
fish, Mont., has been transferred to Spo- 
kane, Wash., to succeed E. W. Johnson, 
who has retired. Mr. Jerrow has been 





replaced at Whitefish by D. C. Hellick- 
son, formerly assistant division master 
carpenter, at that same point. Patrick 
Duffy, bridge and building foreman at 
Seattle, has been promoted to assistant 
division master carpenter at Whitefish, 
succeeding Mr. Hellickson. 


Obituary 


E. H. Johnson, retired division engi- 
neer on the Milwaukee, died of a heart 
attack at his home in Red Wing, Minn., 
August 29. 


John L. Vogel, who retired on April 1, 
1954, as engineer of structures of the 
Delaware, Lackawanna & Western, died 
on August 23. 








Association News 








American Railway 
Engineering Association 

Five committees of the association 
have scheduled meetings to be held dur- 
ing October. They are: Iron & Steel 
Structures, William Penn Hotel, Pitts- 
burgh, Pa., October 27 and 28; Wood 
Preservation, Mayflower Hotel, Wash- 

(Continued on page 88) 











MASSEY 


CONCRETE PRODUCTS CO. 


111 West Washington Street 


Chicago 2 


New York Birmingham 


46 Years of Service 


to American Railroads 
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Atlanta 


Plants: 


Birmingham, Alakama 












Blue Island, Illinois (Chicago) 
Kansas City, Kansas 

Melbourne, Kentucky (Cincinnati) 
New Brunswick, New Jersey 
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There’s a lot 
you can’t see... 


when you fook at a 


PAYLOADER® 
tractor-shovel. 


YOU CAN'T SEE the 34 years of 
pioneering experience in 
building hydraulic tractor- 
shovels — MORE experience 
than all others combined! 


YOU CAN'T SEE the millions of 
dollars of parts and service 
facilities which more than 
300 “PAYLOADER” Distri- 
butors maintain for their cus- 
tomers’ convenience. 


YOU CAN'T SEE that 90% of all 
the “PAYLOADER” tractor- 
shovels built in the last fifteen 
years are still in service! 


YOU CAN’T SEE the more than 
22,000 “PAYLOADER” units 
throughout the world — more 
than all others combined! 


YOU CAN'T SEE the quality of 
hidden parts which are built 
more carefully, to more rigid 
specifications and with more 
“know-how” than any other. 





















The Overwhelming Preference 
for “PAYLOADER” tractor- 
shovels is the result of proven 
performance and customer 
satisfaction. Ask any owner 
or operator. 


For complete information 
contact your “PAYLOADER” 
Distributor or write to The 
Frank G. Hough Co. 751 
Sunnyside Ave., Libertyville, 
Illinois. 








THE FRANK G. HOUGH CO. - LIBERTYVILLE, ILL. 


SUBSIDIARY—INTERNATIONAL HARVESTER COMPANY 
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Manufacturers’ Literature 








Following is a compilation of free literature, pamphlets, and data sheets offered 
by manufacturers to the railroad industry and advertisers in this issue (items 415-19). 
Circle the number(s) on the coupon below to receive the information desired; the re- 
quests will be sent direct by the manufacturers. 








1. TRUCK CRANE. Harnischfeger Corp. 
16-page catalog bulletin describes, illus- 
trates and gives specifications for the 
P&H Model 55 Truck Crane “Miti-Mite”, 
reports fully on its design and features, 
gives special attention to its full conver- 
tibility for all services—dragline, crane, 
—— crane, shovel, trench hoe, clam- 
shell. 

2. EXCAVATOR. Harnischfeger Corp. 4- 
page bulletin on the Model 255 ALC %- 
vard, long-crawler P&H Excavator de- 
scribes and illustrates the machine, and 
gives detailed data on the extra-long, 
wide-crawlers. 

3. LAND CLEARING. R. G. LeTour- 
neau, Inc. Bulletin 21 describes and illus- 
trates the LeTourneau line of Heavy 
Duty Electrically Powered and Controlled 
Equipment specifically designed, engi- 
neered and proved for large scale land 
clearing. 

4. CRANE RUNWAY RAILS. L. B. 
Foster Co. 4-page folder (C-1971) “Crane 
Runway Rails and Accessories” gives 
specifications and engineering data; ac- 
cessories include: crane rails, angle bars, 
crane stops, rail clips, bolts, hook and 
anchor bolts, and bearing plates. 

5. PRODUCTIVE MAINTENANCE. 
General Electric Co. 18-page bulletin 
(GEA-6087) “Five Steps To Productive 
Maintenance” gives detailed information 
on organization to meet the demands that 
automation will make on an electrical 
maintenance program. 

6. NON-SHRINK GROUTING. The 
Master Builders Co. 16-page folder (E-1c) 
“Embeco Non-Shrink Method of Grout- 
ing” describes successful grouting of 
heavy equipment with Embeco non- 
shrink mortar. 

7. INDUSTRIAL POWER PRODUCTS. 
International Harvester Co. Complete 
line of 73 International Industrial prod- 
ucts described in 48-page catalog, con- 
tains streamlined technical data, provides 
abundant descriptive - material on each 
piece of equipment. 

8. CUTTNG AND WELDING PROD- 
UCTS. Air Reduction Sales Co. 52-page 
General Products Catalog (ADC-662B) 
“This Is Where To Find The Best Cutting 
and Welding Products” describes and il- 
lustrates the Airco products used in job 
shops, maintenance departments, and 
other users of light welding and cutting 
equipment. 

9. DIESEL ELECTRIC PILE DRIVER. 
Industrial Brownhoist Corp. Complete in- 
formation offered on the new heavy-duty 
Diesel electric full revolving pile driver, 
with maximum leader load of 26,000-Ibs. 


10. CATHODIC PROTECTION. Na- 
tional Carbon Co. Div. Union Carbide & 
Carbon Corp. 12-page booklet (Catalog 
Section S-6500) covers the “whys” and 
“hows” of cathodic protection, a com- 
plete reference on the mitigation of cor- 
rosion of underground and submerged 
metal structures by the application of an 
impressed current cathodic protection 
system using “National” graphite anodes. 
11. SNOW PLOWS. Baker Mfg. Co. 
Bulletin (1060) “Baker Snow Plows For 
Allis-Chalmers Motor Graders and Indus- 
trial Wheel Tractors” describes, illustrates 
and gives specifications for Baker snow 
plows. 

12. LIGHT STRUCTURALS. Jones & 
Laughlin Steel Corp. 24-page booklet 
(A.LA. File #13-B) “J & L Steel Junior 
Beams, The Lightest Hot-Rolled Steel 
Structural” contains pictures on how these 
light structurals are adapted to floor and 
roof design. 

13. JIB CRANES. R. G. LeTourneau, 
Inc. Literature available on the LeTour- 
neau Jib Crane line, including Jib Cranes 
and Electric Hoists, the new products for 
the materials handling field—equipped 
with automatic, bimetallic brakes and 
with upper and lower limit switches for 
control of lifting hook travel. 

14. WELDERS. The Lincoln Electric Co. 
8-page 2-color bulletin (1337) “Lincoln 
Shield-Arc Engine-Driven Welders” de- 
scribes, illustrates, gives _ specifications 
and shows typical on-the-job applications 
of industrial DC welders. 

15. HYDRAULIC CUTTER. Manco Mfg. 
Co. Catalog gives complete details and 
specifications on the Manco Guillotine 
Hydraulic Cutter (Model 10-A) for wire 
cutting, portable, available with high 
speed electric hydraulic pump. 

16. TRUCK SHOVELS. “Quick-Way” 
Truck Shovel Co. Complete details of- 
fered on four models of “Quick-Way” 
truck shovels, 3 to 10 ton crane capacity. 
17. TRACKWORK EQUIPMENT. Ma- 
tisa Equipment Corp. Literature offered 
on three new models of trackwork equip- 
ment for “scientific railroading”, the 
Matisa adzing machine, the Matisa tie re- 
newal machine, and the Matisa power 
wrench. 

18. RAIL LUBRICATORS. Moore & 
Steele Corp. Complete details offered on 
M & S Rail and Flange Lubricator as 
presented in ad in this issue. 

19. COAL TAR COATING. The Tape- 
coat Company. Brochure offered giving 
complete information on Tapecoat_ coal 
tar coating, available in handy rolls in 
widths from 2” to 24” 
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ington, D. C., October 19; Cooperative 
Relations With Universities, association 
headquarters, Chicago, October 22; and 
Waterproofing, Hotel Lennox, St. Louis, 
Mo., October 11 and 12. 

The association reports that sales of 
the completely revised, rearranged and 
reprinted AREA Manual of Recom- 
mended Practice have far exceeded sales 
in any previous year. A total of 2,325 
new manual fillers have been distributed 
thus far, 510 being sold as new volumes. 
Manuals are still available to those who 
have not yet obtained their copies. 


Railway Tie Association 


The annual meeting of the Railway 
Tie Association will convene at the May- 
flower Hotel, Washington, D. C., on 
Wednesday, October 20, although regis- 
tration will begin at 1 p.m. on the pre- 
ceding day. A number of addresses and 
committee reports will be presented 
which will be of direct or indirect in- 
terest to railroad users of treated wood. 
On the afternoon of October 20 there 
will be three such addresses, one on 
“Deferred Tie Maintenance,” by J. E. 
Hansbury, retired head valuation engi- 
neer, Engineering Section, Interstate 
Commerce Commission. Another, en- 
titled “Procurement of Crossties,” will 
be read by Forrest Shinn, tie and timber 
agent, Nickel Plate Road. The third, en- 
titled “Crossties—a Forest Product of 
National Significance,” will be delivered 
by W. S. Swingler, assistant chief, Forest 
Service, U. S. Department of Agricul- 
ture. 

The program on Thursday, October 
21, will include an address by V. C. 
Hanna, chief engineer, Terminal Rail- 
road Association of St. Louis, on “The 
Story of Crossties on Class I Terminal 
& Switching Companies.” Also during 
this session, D. B. Frampton, president, 
D. B. Frampton & Company, will dis- 
cuss “Crosstie Production”; E. J. Stock- 
ing, executive vice-president, Hobbs- 
Western Company, will show how “Ad- 
vance Knowledge of Crosstie Require- 
ments Benefits All”; and R. G. May, 
vice-president, Operations and Main- 
tenance department, Association of 
American Railroads, will talk on “The 
Railway Tie—Its Importance as a Sound 
Foundation.” 

Items on the program for Friday, 
October 22, the concluding day of the 
convention, will include an address by 
M. S. Hudson, research chemist, Taylor- 
Colquitt Company, on “The Role 
Crossties Can Play in Solving the Hick- 
ory Problem”; and the report of the 
Committee on Checking and Splitting 
of Crossties. 


Mississippi Valley 
Maintenance of Way Club 


The first meeting of the current season 
was held at the Hotel De Soto, St. Louis, 
on Monday, September 20. The pro- 
gram dealt with the construction of the 
Quebec North Shore & Labrador Rail- 
road to tap huge new ore reserves in 
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northern Canada and Labrador. The 
speaker was J. W. Buford, vice president 
of the Hanna Coal & Ore Corp., who 
presented a technicolor moving picture 
depicting construction of the new line. 
The picture was entitled “Ore in °54.” It 
was supplemented by remarks by Mr. 
Buford on the various design and con- 
struction features of the new line. 

The next meeting of the club will be 
held October 11 at the Hotel DeSoto. 
The speaker will be H. H. Talboys, vice- 
president, Nordberg Manufacturing 
Company, whose subject will be “My 
Country—My Responsibility.” 

AREA Committee 29, Waterproofing, 
which will be holding a meeting in St. 
Louis at that time, will be present in a 
body at the Maintenance of Way Club 
meeting. Membership of the Club is now 
in excess of 700. 


Metropolitan 
Maintenance of Way Club 


The first meeting of the club for the 
current season will be held at the Rail- 
road-Machinery Club of New York, at 


Meetings and Conventions 


American Railway Bridge and Building 
Association—Elise LaChance, Secretary, 431 S. 
Dearborn street, Chicago 5. Next annual meet- 
ing, September 19-21, 1955. 


American Railway Engineering Association 
—Neal D. Howard, Secretary, 59 E. Van Buren 
street, Chicago 5. Next annual meeting, March 
15, 16 and 17, 1955. 


American Wood-Preservers’ Association— 
W. A. Penrose, Secretary-treasurer, 839 Seven- 
teenth street, N. W., Washington 6, D. C. 


Bridge and Building Supply Association 
—l. R. Gurley, Secretary, 201 North Weiis 
street, Chicago 6. 


Maintenance of Way Club of Chicago— 
E. C. Patterson, secretary-treasurer, Room 1512, 
400 W. Madison street, Chicago 6. Next meet- 
ing, October 25, Hamilton Hotel. 


Metropolitan Maintenance of Way Club— 
Secretary, 30 Church street, New York. 


Mississippi Valley Maintenance of Way 
Club—P. £. Odom, Secretary-Treasurer Room 
1008, Frisco Building, 906 Olive street, St. Louis 
1, Mo. 


National Railway Appliances Association— 
J. B. Templeton, Secretary, Gardner Road, Broad- 
view, Ill.; Lewis Thomas, Assistant Secretary, 
59 East Van Buren street, Chicago 5. 


Railway Tie Association—Annual Meeting, 
October 20-22, Mayflower Hotel, Washington, 
D. C. Roy M. Edmonds, Secretary-Treasurer, 1221 
Locust street, St. Louis 3, Mo. 


Roadmasters’ and Maintenance of Way 
Association of America—Elise LaChance, Secre- 
tary, 431 S. Dearborn street, Chicago 5. Next 
annual meeting, September 19-21, 1955. 


Track Supply Association—tLewis Thomas, 
Secretary, 59 E. Van Buren street, Chicago 5. 
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Underneath the River! 





THORITE Patching Mortar Crew at work in Air Tunnel under 
East River, New York. 





Sealing Leaks in Traffic Tunnel 


Sealing Drain Pipe Channels in 
with WATERPLUG. 


Tunnel with WATERPLUG. 














WATERPLUG Crew at work, before placing of tile lining, 
Battery Tunnels, East River, New York. 





On many of the largest underground projects in the Americas and in foreign countries. 
WATERPLUG solves. for the contractor, his water problems. The job may be small 
or it may be large, the results are the same — Successful. 


Get our pictorially-described 
literature, “HOW TO DO 


IT” and specification guide. 
STANDARD DRY WALL PRODUCTS INC. 
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Where ground must 
be kept BARE of 
weeds and grasses... 





BORASCU Weed Killer does double duty — 
destroys vegetation— prevents new growth 
months afterwards! Use this low-cost 
material wherever vegetation is a hazard... 
about yards, buildings, storage areas and 
sidings. It’s SAFE, nontoxic, nonflammable, 
won’t corrode ferrous metals. It’s favored, 
too, by more roads for use about timber 
structures than any other weed killer. 

They prefer the economy, safety, ease of 
application, and lasting effect of Borascu. 
Ask for a free demonstration on your road. 
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New York, on October 28. This will be 
a dinner meeting commencing at 6:30 
p.m., the program for which had not 
been completed at the time this issue 
went to press. 


Maintenance of Way 
Club of Chicago 


The first meeting of the season will be 
held on Monday, October 25, at a new 
location selected by the Executive Com- 
mittee. This is the Hamilton hotel, Chi- 
cago, which is located at 20 South Dear- 
born, between Madison and Monroe. 
There will be the usual social period 
starting at about 6 p. m., followed by 
dinner at 6:30. The program will consist 
of an address, entitled “Organization and 
Performance of Mechanized Tie Re- 
newal Gangs on the Santa Fe,” by J. E. 
Eisemann, district engineer on the Gulf, 
Colorado & Santa Fe at Galveston, Tex. 
Mr. Eisemann’s remarks will be accom- 
panied by colored slides showing the 
tie-renewal activities of this railroad’s 
highly mechanized gang. 


Northwest Maintenance 
of Way Club 


The program committee of the North- 
west Maintenance of Way Club has al- 
ready decided on at least tentative pro- 
grams and speakers for all of the meet- 
ings scheduled for the coming season. 
All meetings will be held at the Midway 
Civic Club, 1931 University Avenue, St. 
Paul, Minn. The first meeting was held 
on September 23 and was featured by 
the showing of three sound moving pic- 
tures provided by United States Steel 
Corporation. 

For the next meeting, to be held Octo- 
ber 28, the program will consist of an 
address on “Work Equipment Today and 
Tomorrow” to be presented by A. H. 
Whisler, assistant engineer on the Penn- 
sylvania. 








Supply Trade News 








General 


Six new dealers have been appointed 
to sell and service the Michigan line of 
excavator cranes and tractor shovels, 
products of the Construction Machinery 
Division of the Clark Epuipment Com- 
pany. Dealers and territories involved 
are: Ed Meyer Tractor Company, Mount 
Vernon, Ill., for southern Illinois; Lin- 
der Cox & Co. Lakeland, Fla., for cen- 
tral Florida; Dempster Brothers, Inc., 
Knoxville, Tenn., for eastern Tennessee 
and northwest Georgia; Standard Equip- 
ment & Supply Co., North Little Rock, 
Ark., for most of Arkansas; Power 
Equipment Company, Lubbock, Tex., for 


(Continued on page 93) 
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4 Close-up showing beading at the Bird Self-Sealing Tie Pads on new bridge 
ends of the tie pads — indicating ties. Pads are symmetrically placed with 
proper pad performance. Ww respect to the tie plates. 





Slash your bridge tie costs over 50% 
with BIRD Self-Sealing TIE PADS 
Re it tk. 


HOW? BIRD Self-Sealing Tie Pads form a waterproof, BIRD PROVEN BEST! The original self-sealing 
dustproof seal on the tie that protects the vulnerable —_ tie pad — proven by years of in-track experience. 
area under the plates and around the spikes. Mechanical 
wear and plate penetration are eliminated. This feature Wiens? ; 

is most important on bridge ties which are the most 1. On all new bridge decks. 


expensive of all ties. It’s a fact: only two years of addi- 2+ On older bridge decks within the limits of a rail- 
tional tie life (over normal expectancy) will more than relaying program. 

pay the cost of BIRD Self-Sealing Tie Pads. Insist on a 3. On older bridge ties if a smooth surface of sound 
tie pad which will provide an effective seal. wood can be provided. 


YOU GET 50% or more extra tie life from new ties. . WHEN? Start now. Write today to BIRD Tie Pads, 


Dept. HTS-10, East Walpole, Mass. 
YOU GET at least twice the normal remaining life P ” ie italiane 


expectancy from old ties that can be adzed to a 
smooth surface of sound wood. 


BUY THE BEST ieee BUY BIRD 
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Essays on 


TIGHT SQUEEZE 





“Inherent Advantages | 
of 


Railroad Service 


How the railroads should proceed to hold | 
and attract to themselves all the traffic they 
are best fitted to handle. 


| 

A 56 page brochure with a comprehensive fore- | 
word by James G. Lyne, Editor of Railway Age, | 
| 


containing the prize winner and ten other honor- 


able mention essays in the recent “Inherent Ad- 





vantages” essay contest sponsored by Warren W. 


Brown, President, Monon Railway. 


LOW COST UNDERPINNING 
Among the authors: FOR 


William J. Rae 
Traffic Manager of Lever Brothers, Ltd., Toronto; 

“Whe r | 
William K. Tate 
Vice-President Traffic, NC&St.L Railway; 


Professor Dudley E. Pegrum 


University of California at Los Angeles; 





John W. Barriger 
Vice-President, Rock Island Lines; 


Professor G. Lloyd Wilson F j 4 PE 3 OR oa & 


University of Pennsylvania; for round concrete columns 


—and six other able contributors. Save time, labor and money . . . form piers, 
underpinning, posts for station platforms, 
bridges, other railway structures with 
SONOTUBE Fibre Forms. 


Low cost, lightweight, easy to handle. 


; : : d : Sizes 1” to 36” I.D.—up to 50’ long. Sup- 
Price $1.00. Get your copy now. Substantial dis- plied in specified lenatiee or sawed to pe 


counts for quantity orders. sequirements on the Jeb. 


A limited supply available for immediate delivery. 


*< 


For full information, write 


¢ | 
SIMMONS-BOARDMAN PUBLISHING CORPORATION 


| PAPER LARRIERS | 
30 Church Street New York 7 


#6 US MAT OFF 
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northwest Texas; and Wilson Equipment 
Company, Odessa, Tex., for west-central 
Texas. In addition, the Bode-Finn Com- 
pany, Cincinnati, Ohio has had its ter- 
ritory enlarged to include 20 counties 
in central Ohio. 


Construction of a new and modern 
wood-preserving plant will be started 
shortly at Avoca, near Pittston, Pa., for 
the Federal Creosoting Company, an 
affiliate of the American Creosoting 
Company. The plant will serve the Le- 
high Valley, the Delaware & Hudson and 
several other users of pressure-treated 
wood. The principal products will be 
railroad crossties, switch ties and other 
treated timbers used by railroads. 


Effective September 1, the Oxweld 
Railroad Service Company was com- 
bined with Linde Air Products Company 
which has formed a new Railroad De- 
partment to conduct the business previ- 
ously handled by Oxweld. Both com- 
panies are divisions of Union Carbide 
& Carbon Corp. An announcement ex- 
plaining this development stated that 
“the combined personnel of Oxweld Rail- 
road Service Company and Linde Air 
Products Company in the new Railroad 
Department will be able to serve the 
railroad field even more efficiently with 
apparatus supplies, and valuable tech- 
nical services.” 

K. I. Thompson, formerly vice presi- 
dent in charge of sales for Oxweld, has 
been appointed manager of the new 
Railroad Department of Linde, with 
headquarters in New York. The present 
organization of personnel of Oxweld will 
become the railroad department of 
Linde. 

G. P. Bogert, president, and M. Bur- 
nett, Jr., vice president of Oxweld will 
continue in these capacities to assist in 
the orderly transition, and Mr. Burnett, 
in addition, will assume new and impor- 
tant duties in another division of the 
corporation. 


Personal 


Cooper M. Schley has joined the sales 
organization of the Pennsylvania Salt 
Manufacturing Company, with headquar- 
ters at Birmingham, Ala. Mr. Schley will 
represent the Metal Processing and 
Maintenance Chemicals Departments in 
the conapany’s Southern territory. 


Jack E. Heuser, engine division sales 
manager for the Le Roi Company, has 
(Continued on page 95) 
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THE 


ALADDIN LUBRICATOR 


Cuts 
Maintenance 


Costs 





62 CLASS I RAILROADS now have ALADDIN Lubricators in successful 
operation. The ALADDIN is a self-contained valve- 
less grease pump. It fits any rail—cuts mainte- 
nance on curves, frogs and switches. 


ORDER AN ALADDIN LUBRICATOR for your road. Try it. Test it. Join 
the increasing number of railroads adopting the 


ALADDIN as standard equipment. Only $178.00 
Delivered. 


H. T. KENNEDY COMPANY, ans., 37 Wall St., New Vook & 5, N.Y. 
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Verona Fired rension TRIFLEX SPRING 
@ The highest reactive value in the entire field of 
spring washers. 


@ Provides the means for establishing equal ten- 
sion in each bolt to prevent track buckling and 


pull-aparts. 


WagdengoVerens 
TOOL WORKS 


Chicago * VERONA, PA « St. Louis 


The world’s Finest 
Spring H asher 
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been appointed vice president in charge 
of sales with headquarters at Milwaukee, 
Wis. Ray H. Rodolf, sales manager, Con- 
struction and Mining Division, has been 
named general manager, Compressor Di- 
vision and Herschel V. Hiatt director of 
engineering has been appointed general 
manager Engine Division. 

Mr. Heuser will be responsible for the 
organization and management of a newly 
created sales division which will sell and 
service all Le Roi products. An engineer- 
ing graduate of the University of Wis- 
consin, Mr. Heuser joined Le Roi in 


Jack E. Heuser 


1939. In 1941 he became a member of 
the Ampco Metal sales organization and 
served as manager of that company’s 
Pittsburgh and Los Angeles districts 
until rejoining Le Roi in 1946 as assist- 
ant to the general’ sales manager, the 
position he held until being appointed 
sales manager of the Engine Division. 
The Camef Equipment Corporation, 
Chicago, has been named a railroad 
sales agent to distribute LeTourneau- 
Westinghouse Equipment and parts. 


George W. Casey, formerly superin- 
tendent of manufacturing operations for 
the Lehon Company, has joined the rail- 
way sales division of that firm at Chi- 
cago. 

Robert J. Whalen, Chicago District 
sales manager of the Railway Appli- 
ances Division of the True Temper Cor- 
poration, has been appointed to the 
newly created position of assistant sales 
manager of that division, with head- 
quarters at the firm’s general offices in 
Cleveland. Frank J. Reagan, sales man- 
ager of the division, will continue to have 
headquarters at Chicago. 


Edward F. Schermerhorn, manager of 
the Insulated Joint Department of The 
Rail Joint Company, Inc., with head- 
quarters at New York, has retired after 
56 years of service with this company. 
Mr. Schermerhorn’s connection with the 
railroad and railroad supply fields goes 
back to 1898 when he worked on rail- 
road preliminary and location surveys 
and as a rodman and mapper in New 
York state. On November 15 of the same 
year he entered the service of The Weber 
Railway Joint Manufacturing Company 
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as a draftsman. In 1901, Mr. Schermer- 
horn, realizing the dearth of reliable in- 
formation on insulated joints, started to 
specialize in this field, eventually becom- 
ing a leading authority on_ insulated 
joints. In October 1905, The Weber 
Railway Joint Manufacturing Company 
was combined with the Rail Joint Com- 
pany, and Mr. Schermerhorn continued 
to serve with the latter company, being 
appointed sales engineer in March 1920 
in charge of all matters pertaining to in- 
sulated joirits. He participated in work 
that led to the basis of the AAR Signal 
Section Fibre Specifications of 1923. He 
served as chairman of a committee rep- 
resenting all manufacturers of rail-joint 


fibre, and as spokesman of this com- 


Made especially 
for Railroad Service 


BEALL spring washers are strong 
and tough, yet provide the 
“springing .action”’ required at 
rail joints, frogs and crossings. 
They are made especially for 
railroad service according to the 
exact A.R.E.A. dimensions. 


BEALL TOOL 
DIVISION 


of Hubbard & Company 
East Alton, Illinois 


mittee at the AAR committee meetings. 
He served in this same capacity in 1935 
when the fibre specifications were again 
studied and revised, and also consulted 
and contributed to the 1952 revision of 
the specifications. He was appointed 
manager of Rail Joint’s Insulated Joint 
Department in 1928. 


Joseph S. Holzer has been appointed 
southeastern representative of the Sim- 
mons-Boardman railway publications, in- 
cluding Railway Track and Structures. 
His headquarters will be located at 1810 
Ponce de Leon Boulevard, Coral Gables, 
Fla. For a number of years Mr. Holzer 
has served as sales representative in the 
New York office of Simmons-Boardman. 


SPRING WASHER SPECIALISTS for 30 years 
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“U.S.” Electric Plants 
are engineered for 


Railroad needs! 


use on signal systems. 
tion. 


603 Nebraska Street 








The Right Power; 







Choose the right size and right type Electric Plant for each job 
from more than 300 models in the “U.S.” line. 


unit designed for the job insures efficient operation. 
costs down, 


too!) For all maintenance needs and stand-by 
Write for informa- 


UNITED STATES MOTORS 
CORP. 


Oshkosh, Wisconsin 





Installing a 
(Keeps 








MODEL P-OF 
HYDRAULIC 


TRACK 
LINER 


SPECIFICATIONS: 















T he Model P-O Hydraulic Track Lining Unit consists of two 
hydraulically operated rams and a portable power plant. 
Mounted for easy movement on a pair of double flanged 
rollers, it is stabilized on the rail by means of a hinged 
bracket support. The hydraulic pump is driven by a six- 
horsepower, air-cooled, gasoline engine. Either one or both 
rams may be used, depending on requirements. 
and four to five men line up to 6000-ft. of track per day. 


Foreman 


Length 54” 
Height 30” 


Width 24” 
Weight 275 Ibs. 


Write today for complete information 


3207 KENSINGTON AVE., PHILADELPHIA 34, PA. 


TRACK MAINTENANCE MACHINERY 


Rail Grinders * Switch Grinders + Cross Grinders * Surface Grinders 
Rail Drills + Ballast Extruders + Bit Sharpeners + Tie Nippers - 
Grinding Wheels + Cut-off Wheels + Track Liners + Brushmaster Saws 
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In a matter of seconds you can cut up 
wire rope on the job with the 
new Manco Guillotine. Develops 2212 
tons thrust with easy hand pump ac- 
tion. Available with high speed elec- 
tric hydraulic pump for production 
Other models to cut 


to 1%" 


Guillotine 


Model 10-A applications. 





THE FAST EASY vane 


MANCO — 
GUILLOTINE HYDRAULIC 
* CUTTER 








chain or reinforcing rod. 


Feitable .. Enay to Use 


A click of the latch opens the anvil. Lay in 
material:to be cut. To lock, raise main body 
of tool back to vertical. Pumping action 


makes cut. Positive blade retraction. Wt. 45 Ibs. 


White today Jor Catalog... 


MANCO MFG. 


BRADLEY 


, ILLINOIS 





4 





Dept. RT10 | 
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TRACK 


ACCESSORIES 


JOINT BARS 
ANGLE BARS 


ANGLE BARS for OLD RAILS 
PLAIN SPLICE BARS 


TRACK SPIKES 


Inquiries solicited. 


Manufactured by 


TREDEGAR 
COMPANY 


RICHMOND II, VIRGINIA 
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COMPACT 
STANDBY POWER 


LARGE AREA 
PROTECTED 


For emergency electric power in its Winnipeg yards, 
Canadian National Railways depends on a Caterpillar 
D318 Electric Set. 

The compact standby unit is installed in the railway’s 
steam generating plant in the city yards. It stands ready 
to supply instant power to coal conveyors, forced and 
induced draft fans, stoker motors, boiler pumps and 
emergency lights. 


With a dependable, self-regulated Caterpillar Electric 
Set, you can forget the troubles a power failure could 
cause. These sets can be started by manual, remote, and 
completely automatic systems. Cat Electric Sets can be 
started, reach operating speed and take over the load — 
all in a matter of a few seconds. 


And you get this dependability at minimum cost. All 
Cat® Electric Sets — there are 12 sizes up to 315 KW — 
operate on low-cost No. 2 furnace oil without fouling, 
even when idling. They need very little space. They are 
easy to install — no concrete foundation is necessary. 


em ee > 


———— > 
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And the operation of these self-regulating units is so 
simple that they require neither complicated switch gear 
nor a trained electrician. 

Here is a power sentry that guards your operations 
and your costs. Your Caterpillar Dealer, an expert on 
power plants, is ready to prove the benefits of Cat Elec- 
tric Sets. Have him show you the model that exactly fits 
your needs! 


Caterpillar Tractor Co., Peoria, Illinois, U.S. A. 


CATERPILLAR 





IMPROVED |p POWERS 
IMPROVE TRACK 


Railroad track takes a terrific beating. Despite 
the seeming smoothness and luxury of these fast 
modern passenger trains, the track is getting constant 
battering and is under tremendous tension. Heavy 
freighits subject it to even more severe pounding. 

The important role played by our exceedingly 


powerful spring washers is to 


absorb these shocks and Ad, 


}p 


} 
5} 


stresses, to equalize bolt ten- 
sions, and to protect rail ends 


and joints. 





Union Pacific Photo 
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THE NATIONAL LOCK WASHER COMPANY, NEWARK 5, N.J., U.S.A. 
A COMPLETE LINE OF RAILWAY SPRING WASHERS 








Pe Tea lly Hoe 
SPANS THE NATION 














